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RATE COMMITTEE DOCKETS 

The Illinois ‘Freight Association has asked for an 
extension of time in which to make up its mind whether 
to continue the publication of its dockets, under one of 
the arrangements suggested by us, in the Traffic Bulletin 
and the Daily Traffic World. We shall, therefore, con- 
tinue to publish its dockets for as much of this.month 
as is necessary ‘to enable it to reach a decision, just as 
we are continuing the publication of the dockets of the 


Western Trunk Line Committee, the Southwestern 
Freight Bureau, and the Transcontinental Freight 
Bureau. 


TIME FOR FILING CLAIMS 

Perhaps Congress will find time in the near future 
to take final action on Senate Bill 621, which, as amended 
by the House committee on interstate and foreign com- 
merce, extends to Sept. 1, 1922, the time for filing 
straight overcharge claims against the Railroad Admin- 
istration with the Interstate Commerce Commission; 
but in view of the history of this proposed legislation, it 
probably would not be wise for those desiring it made a 
law to proceed on that assumption. They probably would 
stand a better chance of having the bill passed if they 
made known their desires to the committee on interstate 
and foreign commerce as well as to the members of 
Congress from their districts. 

As far as we know, there is no opposition to the 
bill. Its passage was recommended by former Chairman 
Clark on behalf of the Commission, and the Railroad 
Administration is not on record as being opposed to it. 
Yet the months slip by and no final action is taken. It 
may be that a little prodding by interested shippers 


would arouse Congress to the point where it would take 


a few minutes and pass the bill. 
The Senate passed the bill June 11, 


debate. 


1921, without 
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the committee on interstate and foreign commerce. There 
it rested undisturbed until the latter part of November 
when the committee reported it favorably to the House. 
Since then it has been pending in the House. The bill 
could be brought up any time under a special rule and 
passed—if the House leaders were sufficiently interested 
to exert themselves to the point of taking such action. 


Otherwise, the measure will remain in the House on the 


inactive list, commonly called the regular calendar, un- 


less it is put on the unanimous consent or calendar 
Wednesday calendar. In the latter event, the chairman 
of the committee on interstate and foreign commerce 
must have the bill called up for consideration. It is 
easily within the range of possibilities that the bill may 
die on the floor of Congress for lack of attention. 


POSITION OF THE TRAFFIC LEAGUE 

In a circular to members, the president and secre- 
tary of the National Industrial Traffic League call at- 
tention to the fact, that the position of the League with 
respect to rate reductions is that reductions, if made, 
should be made on a general percentage basis and ask 
for expressions from members who are in accord with 
that view and whose interests will not be represented be- 
fore the Commission in the present general rate inquiry, 
so that their views may be presented to the Commis- 
sion by officers of the League participating in the hear- 
ing. The circular says: 

The position of the League is, briefly that as the advances 
made in Ex Parte 74 were made upon a percentage basis upon 
all rates, both class and commodity, whatever further reduction 
in rates is warranted, (beyond the reductions already made or 
about to be made upon agricultural products, and reductions upon 
other commodities made from time to time, since Ex Parte 74) 
should be made generally. In other words, the reduction should 
be made in same manner that advances were made, namely, 
upon a percentage basis. 

The officers of the League would like an expression from 
all members who are in accord with that view, and whose 
interests will not be represented in any of:the several commodity 
groups. If it is desired, the League witness, or witnesses, will 
undertake to speak for commercial organizations and trade 
associations which share the League’s views, and desire those 


views expressed for them by witness, thus avoiding the incon- 
venience and expense of making an appearance for themselves. 


We hope the request in the circular will meet with 
prompt and ample response, for we believe the official 
view of the League is the one that should prevail; and 
if it is to prevail it must be backed by a substantial 
showing that it is the view entertained by a respectable 
number of influential shippers. We are now more than 
ever in a time when it is not so much merit as influence 
that counts. 


But there is one thing in the circular to which we 
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wish to call attention. Last September the executive 
committee of the League adopted a resolution favoring 
reductions—when they could be brought about—by a 
general percentage cut on all commodities, for the reason 
that it was by the general percentage method that the 
increases provided in Ex Parte 74 were brought about. 
At a subsequent meeting of the League this resolution 
of its executive committee was ratified. That is, then, 
as the circular points out, the position of the League, 
and it must continue to be the position of the League 
until the League itself changes it. 

Since the meeting of the League at which the reso- 
lution in question was ratified, the railroads, with the 
consent of the Commission, have put into effect a ten 
per cent reduction on agricultural commodities, as a 
concession to the farmers and a means of conciliating 
the so-called agricultural bloc,in the United States 
Senate. That, certainly, was not in accord with the 
League’s announced policy of bringing about a lowered 
rate level by a general percentage cut on all commodi- 
ties; and yet, in the League’s circular above quoted, we 
have it stated that the League’s position is that whatever 
further reduction in rates is warranted, “beyond the re- 
ductions already made or about to be made upon agricul- 
tural products,” should be made generally. Whence 
came the authority for this complacent exception of the 
agricultural reduction, so utterly out of accord with the 
League’s policy? : 

The League may, of course, if it wishes, make an 
exception of this agricultural reduction in its scheme 
for reduced rates, but it has not done so yet. Until it 
does so the circular is in direct contradiction of the action 
taken by it. The circular is the more difficult to under- 
stand in view of the interview given out by President 
Chandler, of the League, at the time the railroads an- 
nounced their program for the agricultural reduction, in 
The Traffic World of November 19. At that time Mr. 
Chandler was highly indignant at the action of the car- 
riers. He talked about political rate-making, the lack of 
touch by railway executives with the shipping public, and 
the loss of public confidence in the Commission if it 
should permit the program of the carriers to go into 
effect. Now he apparently acquiesces in the agricultural 
program and sits in a conference of carriers and shippers 
dominated by the agricultural interest and the desire on 
the part of the railroads to conciliate that interest. It is 
true that in that conference (the Racquet Club con- 
ference) he delivered himself, we are told, of some char- 
acteristic remarks concerning its purpose and methods, 
but, nevertheless, he did not bolt it and his name is 
being used as a party to its councils. 

We are not concerned with the inconsistencies of 
the Traffic League or the propriety of the action of its 
officers, except to print the news of the day, only that, 
while we have, of course, not regarded the League and 
its spokesmen as perfect and have, at times, disagreed 
with them, we have, nevertheless believed the League to 
be a safe and sane body whose action more nearly than 
that of any other we know of has been guided by unsel- 
fish desire to solve properly the transportation problem. 
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through the selfishness and ignorance that continue to 
prevail in the transportation situation. Is it, too, to 
become a time-server and an aid to political schemes, 
or to lose its influence by inconsistency of action and 
inconstancy of purpose? 

The League, of course, can easily remove the incon- 
sistency we have pointed out by making an exception, in 
its program, of the agricultural reduction. But we hope 
it will not do that. We hope, instead, that at its meet- 
ing in Washington this month it will reiterate its demand 
for a general percentage reduction, when reductions are 
possible, and will characterize the agricultural program 
as inconsistent with what it believes to be the proper 
action to be taken. If it does not do that but, either 
affirmatively or by permitting to stand uncorrected such 
statements as are made in the League circular quoted, 
what is it going to do if the railroads and the lumber 
interests, for instance, agree on a ten per cent reduction, 
or the railroads and some other interest decide on a 
similar program? 

CARRIERS’ PUBLIC RELATIONS 

We have had considerable to say, in these columns, 
about the methods of the carriers in conducting their 
relations with the public. We talk so much about this 
matter, not because we wish merely to criticise, but be- 
cause it is important in the solution of the transporta- 
tion problem that the public understand it. If the public 
is to understand it, the carriers must work intelligently 
to that end. Here is an example of how the carriers fail 
to see their opportunity, or, seeing it, fail to meet the 
situation : : 

In a circular headed, “Getting facts straight about . 
the railroads—The ‘conspiracy’ and ‘secret’ meeting dis- 
covered by Senator LaFollette,” the Association of Rail- 
way Executives, under the head, “The Allegation,” says: 


Senator La Follete on December 27 issued a statement in 
which he declared that he wished to “warn the country” that 
a “secret meeting” held in Washington on December 9, a 
conspiracy had been entered into “to betray” not only the 
farmers but the consuming and producing millions of the nation.” 

The conference referred to was participated in by represen- 
tatives of the railroads, farmer’s organizations, coal, steel, lum- 
ber and other interests. : 

The object of the “conspiracy,’”’ according to Senator La 
Follette, was to perpetuate the “guaranty clause” of the trans- 
portation act of 1920. 


Then, under the head, “The Fact,” the association 
publishes the substance of the public statement issued 
by J. A. Emery, Dec. 14, with respect to this conference 
(which statement was published by The Traffic World) 
and under it this brief Associated Press dispatch from 
Cleveland under date of Dec. 27: 

Denial that there was anything “secret and unholy” at the 
Washington conference on Dec., 9, attended by members of the 
Farm Bureau, Grange, International Congress, manufacturers, 
shippers and representatives of railroads, as charged by Senator 
La Follette, was made here tonight by James R. Howard, Presi- 
dent of the American Farm Bureau Federation. 

Just that and nothing more. The reader may take 
his choice. He knows no more than he did before, ex- 
cept that there is a controversy, about which he may 
not have heard. 

If the carriers are not in position to make a frank, 
intelligent statement, they would do better to keep still. 
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If they have anything to say they would do well to take 
counsel as to how it should be said. We are in doubt 
as to whether the weakness of their method in this in- 
stance is due to a bad cause into which they do not feel 
it wise to go in detail, or merely to lack of intelligence 


as to how to impress the public. Probably it is due to 
both. 


We suggest once more that if the carriers are to hope 
for a solution of the transportation problem in its present 
distressing phase, through public sympathy and aid (and 
that is the only way it can be solved), they must first 
refrain from entering into cabals that will not bear the 
fullest scrutiny; and, second, they must find intelligent 
ways of reaching the public with the truth. 

Incidentally, we are printing elsewhere in this issue 
the official minutes of the Washington conference of 
December 9. We do not vouch for it in any respect ex- 
cept that it is official, even that part of it in parenthesis 
just below the headline being part of the official docu- 
ment. It was not given to us by the carriers nor was 
it given out by anybody else, so far as we know, for 
public consumption. 


CHARGE AGAINST AITCHISON 


The Trafic World Washington Bureaw 

Senator Trammell of Florida, after introducing a bill Janu- 
ary 5 providing that members of the Commission shall be se- 
lected from various section of the country, made an attack on 
Clyde B. Aitchison on the ground that he had discriminated in 
favor of the West and against the South in the matter of 
lumber rate reductions. He said his information was that Mr. 
Aitchison had blocked lumber rate reductions from the South. 

Senator Cummins said the charge made by Senator Trammell 
was grave and that he had always regarded Mr. Aitchison as 
intelligent and honorable. Senator Trammell declared that until 
Mr, Aitchison displayed some interest in the lumber industry of 
the South he would share the belief of his informant that Aitchi- 
son was prejudiced against the South. 

Senator McNary defended Aitchison against the attack. 

Senator Overman of North Carolina said he had objected 
to the reappointment of Mr. Aitchison solely on the ground that 
someone from the South should have been appointed. He said 
he knew nothing about the Trammell charges and that, unless 
true, they should not have been made and that, if true, Mr. 
Aitchison should not be confirmed. 

The Trammell bill provides that, hereafter, one commis- 
sioner each shall be appointed from the New England states, 
north Atlantic states, south Atlantic states, Gulf states, central 
southern states, Great Lakes states, central west and south- 
western states, northwestern states, Pacific coast states, central 
interior states, and one from the United States at. large. 

Mr. Aitchison conferred January 6 with Senator Cummins, it 
is understood, on the charges made by Senator Trammell. He 
declined to comment in any way on the Trammell statements. 

Action on the nominations of Aitchison and Hall probably will 
be delayed for a short time and they may not be confirmed in 
time to sit in the general rate inquiry, which will be resumed 
next Wednesday. One cause for the delay on the nominations 
is that Senator La Follette is out of the city, and it is under- 
stood that action will not be taken until he returns. 


JOBS FOR HALL AND AITCHISON 


The Trafic World Washington Bureau 


In accordance with custom, the Commission placed Messrs. 
Hall and Aitchison on the roll as special examiners when the 
failure of the Senate to confirm their nominations prior to De- 
cember 31 made it obvious that the Commission again would 
have its work interrupted because the President and the Senate 
had not started soon enough to fill the vacancies they knew 
would take place January 1 if the nominations were delayed 
long enough to afford an opportunity to a malcontent senator 
to hold up confirmation, beyond December 31. 

The custom was established in 1913, when, owing to a jam 
of purely political creation, the confirmation of Edgar E. Clark 
was prevented in the closing months of President Taft’s ad- 
ministration. Clark was nominated early in December, 1912. 
Democratic senators, however, decided that no more nomina- 
tions sent in by President Taft should be confirmed. They told 
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Clark they had no objection to him, but that, because they had 
decided to make no further confirmations, they could not allow 
his nomination to pass through the barrier. He was appointed 
a special examiner. Later, Commissioner Ford was made a 
special examiner until it became obvious that the Senate would 
not confirm him at all. That was when the Wilson administra- 
tion came to an end and President Harding did not reappoint 
him. 

As special examiners, the former commissioners will be paid 
the same as if they were commissioners. They will do the 
same work, but they will not vote on cases. 


N. I. T. L. MEETING CALLED 


The National Industrial Traffic League has called a meeting 
of its executive committee at the New Willard Hotel, Washing- 
ton, D. C., Thursday, January 26, at 9:30 o’clock a. m. A gen- 
eral meeting of the membership is called at the same place for 
Friday and Saturday, January 27 and 28. 

The general shipping public, according to the schedule issued 
by the Commission, will be heard on the general aspects of 
Docket 13293, January 30 to February 4, inclusive, and it is 
expected that a large number of League members will be present 
in Washington at that time. Hence the calling of the League 
meeting immediately preceding those dates. 

The meeting of the League will not be open, as usual. A 
circular to members, issued January 5, says: 


The two principal orders of business will be: : . 

1. Consideration of the report of the special legislative committee 
submitted at the annual meeting, and laid over for consideration at a 
subsequent meeting. . 

2. The position the league will take with respect to hearings be- 
fore the Interstate Commerce Commission, Docket 13293. 

The meetings of the members of the league usually have been 
open to visitors, i. e., the representatives of the shipping concerns, not 
members of the league, but eligible for membership, and representa- 
tives of the railroads, who are not eligible to membership. 

This meeting, however, is a special meeting, called principally for 
the consideration of the two special orders of business named. Un- 
doubtedly, there will be differences of opinion to be threshed out. 
Probably members will discuss these subjects more freely and frankly 
if they know the meeting is an executive session. Moreover, Wash- 
ington is the nerve-center of all the news agencies, and undoubtedly 
some of these agencies would seize upon differences of opinion among 
the members to make more or less sensational news stories. The 
league has nothing to conceal and there is no secrecy about its ses- 
sions, but nothing will be gained, and something may be lost, by 
threshing out differences of opinion in public, particularly when the 
meeting is held in the national capital. 

It has been suggested therefore by several members of the “xecu- 
tive committee that the meeting in Washington be for members only. 
After consultation with such members of the executive committee as 
could be reached readily, we are directed to advise that the meeting 
will be for members only, and the sessions will be executive. 

After the two principal orders of business have been disposed of 
there will perhaps be an opportunity to take up other subjects. 
Although the meeting is called for two days, it may be possible to 
finish the business on Friday, the 27th. Whether more than one day 
is consumed will rest entirely with the members in attendance. 


THE “SECRET” CONFERENCE 


W. I. Drummond, chairman of the board of governors of 
the International Farm Congress, who attended the conference 
at Washington December 9 which was attacked by Senator 
La Follettee, has joined Mr. Howard, of the American Farm 
Bureau Federation, in denying the La Follette charges. He said 
the representatives of the farmers had held out uncompromis- 
ingly for repeal of the guaranty clause of the transportation act 
and that the railway executives agreed not to oppose such re- 
peal. Relative to the intrastate rate situation, he said: 


The merits of the attempt to restore power over intrastate rates 
to the state railway commission need not be discussed at this time; 
but if such attempt is to result in clouding the issue and interfering 
with the real effort to get rate reductions, it. would seem that it 
should at least be postponed. What the farmers want, and must 
have if agriculture is to prosper, is an early and substantial reduc- 
tion in transportation rates on a nation-wide basis. Whatever is 
necessary to enable the railroads to make such reduction and still 
render service must be done. But to arm forty or more state rail- 
way commissions with rate making power, and declare an open, sea- 
son for railroad baiting would not seem to accomplish what is so 
badly needed at this time. 


FOR HORIZONTAL REDUCTION 


The directors of the Ohio State Industrial Traffic League 
have adopted the following resolution: 


Whereas, The Interstate Commerce Commission in Ex Parte 74 
authorized a material increase in all transportation charges affecting 
transportation throughout this territory; 

And Whereas, The general level of freight rates and charges re- 
sulting from such increases has, in many instances, materially reduced 
or stopped the movement of traffic; 

And Whereas, The general level of commodity prices as well as 
wages has been materially decreased since the order of the Commis- 
sion in the above named case; 

And Whereas, There is a general feeling on the part of receivers 
and shippers that a reduction in transportation charges at this time 
would materially assist in stimulating business; 

Be It Resolved, That it is the opinion of this League that a hori- 
zontal reduction should be made on all transportation charges in- 
creased Ex Parte 74. 

Be It Further Resolved, That the views embodied in these reso- 
lutions be orally communicated to the I. C. C. by an officer of the 
League at the hearings in Washington, D. C. (Docket 13293). 
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Current Topics 
in Washington 





Supreme Court Labor and Industrial Decisions.—In the clos- 
ing month of 1921, the Supreme Court of the United States 
gave the leaders of industry and labor enough material to 
think on the whole of this new year. It condemned the so- 
called “open competition plan” of the hardwood lumber asso- 
ciation and the legislation of various states designed to allow 
organized labor to work its “peaceful picketing” plan for ruin- 
ing the business of an employer who refuses to submit to its 
demands. If the designs of the two classes of leaders are whole- 
some, the law is bad. They can ask for legislation or their 
attention may be devoted to devising plans that will ‘enable 
them to circumvent the bad law. Taking either step will keep 
them busy for a year, if not for several years. No well in- 
formed man expects the leaders of either class to bow their 
heads in submission to the law as declared by the highest 
judicial body in the land. It is not disrespect to the Supreme 
Court for them to say they do not intend to submit to such 
laws, nor observe them any longer than it takes to have the 
legislative power to change them, or longer than it takes to 
devise plans that will not be in violation thereof. It is believed 
that the effort will be to devise plans that will not be in viola- 
tion of the law, as declared by the Supreme Court, than to 
have statutes enacted changing the existing laws. Plans to go 
around a statute can usually be devised more easily than 
Congress can be induced to change it. Indeed, it would appear 
to be necessary to change the Constitution to get rid of the law 
that strikes down the so-called peaceful picket and changing the 
Constitution is a slow process. Peaceful picketing, as now prac- 
ticed in most places, in the opinion of the Supreme Court, is 
made possible by state statutes which deny to employers the 
“equal protection of the laws.” Equal protection is assured 
by the fourteenth amendment to the Constitution. In addition 
that picketing, if and when lawful under the statute of a state, 
seems to deprive the employer of the protection of the “due 
process” part of the Constitution. The opinion about the peace- 
ful picket was written by Chief Justice Taft in William Truax 
et al. vs. Michael Corrigan, Bisbee Local No. 380, Cooks’ and 
Waiter’s Union and Warren District Trades Assembly, handed 
down December 19, the day on which the court also said the 
open competition plan was in violation of the anti-trust law. 

In 1913 Arizona’s legislature said that the writ of :injunc- 
tion should not be used in disputes between employer and em- 
ployee. It also gave strikers the right to picket the place of an 
obdurate employer by peacebly bringing to the attention of 
those seeking employment from him or patronizing him, that 
there was a strike. Truax and a member of his family ran a 
restaurant in Bisbee. The cooks and waiters went on strike. 
They paraded up and down in front of Truax’s place bearing 
banners and yelling “scab,” et cetera. Among other things, they 
said that a friend of Truax had been accused of assaulting a 
woman, had pleaded guilty, and that a man is known by the 
friends he keeps. In addition, they said that the food in the 
Truax place was the poorest, the prices the highest, and slug- 
ging of patrons the regular order. Traux applied for an order 
forbidding the destruction of his property by such methods. 
The Arizona courts said the law forbade an injunction. They 
said the legislature had decided that the only recourse for a 
man who was suffering at the hands of peaceful picketers was 
the ordinary law of suit for damages, etc., unless there was 
violence. The labor leaders admitted all the allegations of the 
Truaxes, and that is where they made a mistake. The Sup- 
reme Court of the United States looked into the admitted facts. 
and the Chief Justice said that, certainly, if such things had 
been done by other restauranteurs, an injunction would have 
lain. He said the equal protection of the laws meant the equal 
protection of equal laws that is, one law for the business rivals 
of Truax and the same law for his former employees. He 
said that, inasmuch as the part which made one law for 
strikers and another for other restaurant keepers and the rest 
of the citizenship was so mixed with other parts of the law, the 
whole statute would have to fall under the condemnation of the 
federal Constitution. It is not a positive, but strongly pre- 
sumptive, condemnation of all laws setting aside union labor 
as a class entitled to special laws giving it privileges not 
available to all classes of Americans. 





Downward Tendency in Transportation Prices.—This is 
likely to be a busy year for all men connected with transpor- 
tation. It is believed that there is a tendency of prices for trans- 
portation to come down. Were that the fact with regard to the 
costs the carriers bear, it would not afford any particular problem, 
it is believed. The re-establishment of differential passenger 
fare routes, the filing of a much reduced proportional rate on 
petroleum and its products by the Louisiana & Arkansas, the 
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reduction of the export rate on oil from the Wyoming refineries 
to the Gulf ports, and the fact that the Commission forced up 
iron ore rates on January 1, when rates on agricultural products 
came down, may all be taken as straws indicating the direction 
of the wind. All these facts are wholly beside the question 
as to whether rates should or should not be brought down. 
The fact is that there is a tendency downward. That is also 
wholly without regard to what causes them to sag. Individual 
railroads feel’the pinch of a small volume of business and feel 
that perhaps they can improve their condition by cutting rates. 
If the anti-trust laws applied to the railroads, those who believe 
in the policy on which they are founded, it is believed, would 
have cause for rejoicing. ‘The policy of the law is to encourage 
“free competition,’ which means only free competition in the 
making of prices downward, not upward. The public is in- 
clined to protest when the Commission does anything to pre- 
vent free competition in the cutting of prices. That makes it 


_harder for the Commission and the traffic men whose experience 


runs back to the panic rates of the middle 90’s. However, it is 
believed to be cause for rejoicing that the anti-trust laws do 
not apply to the railroads and that the Commission has the 
power to stop reductions the effect of which could not be other 
than disastrous. From that point of view, it may be suggested, 
today affords a much better prospect than the same day in 
1893 when each railroad did as it pleased and the effect of 
that license was the four years of business ahd financial horror 
that followed the first week of that year. The country also has 
changed its banking system so that a money panic is no longer 
possible. It is so easy to imagine so many worse conditions 
as to make the prospect pleasing. 





Simplification of Tariffs—The man who can compel the 
simplification of tariffs has been needed in the last three months 
more than ever before. He was needed when the Central 
Freight Association lines decided to get rid of the combination 
rule by reducing their locals by 3.5 cents. The first tariff 
filed in that effort, apparently, did not accomplish the thing 
that was necessary. Before the tariff intended to make the 
reduction in the locals became operative, Kelly had to procure 
permission to enable him to accomplish the reduction of locals. 
There are traffic and tariff men who believe that tariffs could 
be simplified if the Commission’s tariff men had a free hand 
to deal with tariffs filed. The Leland tariffs for instance, 
name rates to the far southwest. But the rates named therein 
do not necessarily apply. He has a rule which says that if the 
Countiss tariffs make rates to Deming, N. M., for instance, then 
the Countiss rates shall be used. Countiss had a rule that if the 
combination makes lower, then the combination shall be used. 
Thus, it has been pointed out by tariff men of the Commission, 
the shipper cannot know, even after he has consulted the Coun- 
tiss and Leland tariffs, that he has found the rate to Deming 
or any other point to which their tariffs might be expected 
to name rates. Another set of tariffs must be consulted to 
ascertain, if the Countiss tariff makes lower than the Leland, 
whether there is a combination lower than the Countiss rate. 
The theory of the rules is that when a man looks at a tariff 
the rates named therein are those that apply, or if they are 
not the ones, that the tariff will give the name and number 
of the tariff that will show the rates that do apply. The Leland 
and Countiss tariffs do not give the definite information that a 
man who is trying to obey the law is supposed to get. The 
combination rule in the Countiss tariff pre-supposes an easy 
familiarity which the most expert have, but which ninety per 
cent of traffic managers and their rate men do not have. 
Countiss and Leland, of course, are not the only men who 
lead the ordinary inquirer into a cul de sac. 


Cost of Rehabilitating the Leviathan.—It is only when the 
government or somebody else undertakes to rebuild or repair 
anything that full realization of the vast increase in prices 
in the last ten or fifteen years breaks in on the average man. 
The government, having taken over the Vaterland, which it 
re-named the Leviathan when it converted it into a troop ship, 
is now trying to turn it back into a packet freight and pas- 
senger ship. Bids for doing that were recently requested by the 
Shipping Board. The bids for changing the interior of the ship 
ranged from $6,787,000 to $11,518,000. The lowest bid was 
submitted by shipbuilders at Hampton Roads and the highest 
by a shipbuilder on the Deleware. In the old days, the lowest 
bid would probably have produced the ship, especially if the 
plans were in hand. The bids for steward’s equipment ranged 
from $539,066 to $739,736, the lowest having been submitted by 
a department store in Philadelphia and the highest by an indi- 
vidual. The immense sums mentioned for steward’s equipment 
are for things for the table, the beds, and the kitchens, carpets, 
and things like that. The minimum for such things alone, in 
pre-war days, would have provided a big freight ship. All 
these bids were based on the understanding that the contract 
would be let not later then February 15, 1922, and that it would 
be completed in not more than thirteen months. The bids, 





it is believed, give some idea, to those who have never: been 
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aboard, of the luxuriousness of the former German liner. Except 
for troop ship purposes, the Leviathan has been the worst white 
elephant the government has ever had on its hands. While 
serving as a troop ship, the Leviathan was able to carry 15,000 
men. 





Export Petroleum Rates.—The oil refiners who protested 
against the establishment of the 24.5 cent export rate on pe- 
troleum and its products from the north Texas and mid-continent 
fields, via Gulf ports, are expected to pursue their fight by 
means of a formal complaint against the discrimination they 
think has been erected against them by the failure of the 
carrier to make a similar reduction in domestic rates on crude 
oil to their Gulf coast refineries. Not all Gulf coast refiners 
protested, probably because they were not much interested so 
long as they can continue to receive their supplies of crude oil 
by pipe line. The Commission makes no explanation as to why 
it refuses to suspend tariffs. It is suspected, however, that it 
declined to suspend the 24.5 cent rate from the mid-continent 
and Texas fields because it had previously allowed a reduction 
in export rates from Casper, Wyo., from 73 to 50 cents. No 
one made a protest against that reduction. The mid-continent 
refiners merely asked, when they learned of the reduction from 
Casper, for a reduction in their export rate from 32 to 24.5 
cents. It might be suggested, in connection with that, that no 
lake front furnace man objected to the Lehigh Valley reducing 
the import rate on iron ore from Perth Amboy to South Beth- 
lehem, yet the Commission refused an extension of the reduced 
rates on ex-lake ore when the lake front furnaces protested 
against their extensions beyond January 1. s 2 & 


HALL BEFORE COMMITTEE 
The Trafic World Washington Bureau 


Defense of the Commission against charges made before the 
committee and elsewhere as to the valuation fixed in Ex Parte 
74 and as to the Commission’s jurisdiction over intrastate rates 
was made before the Senate interstate commerce committee Janu- 
ary 5 by Henry Clay Hall, whose term as commissioner expired 
December 31 and who is awaiting confirmation of his reappoint- 
ment. Mr. Hall was accompanied by Commissioner Esch. Sena- 
tors Cummins, Kellogg, Myers, Fernald, Frelinghuysen, Pomer- 
ene and McLean were present. 

Mr. Hall reviewed briefly the story of Ex Parte 74. He said 
had not section 15-a been enacted by Congress, the condition of 
the carriers at the end of federal control was such that the Com- 
mission would have to give immediate consideration to the ques- 
tion of raising rates and fares. 

Senator Cummins referred to charges that the Commission 
had granted increases larger than the carriers requested. Mr. 
Hall explained that that was due to the fact that after the hear- 
ing in Ex Parte 74 had been concluded, the Labor Board made 
its wage increase order and that that additional expense had to 
be considered in making the rate increases. The witness showed 
the length of time and detailed consideration. given to Ex Parte 
74. 

Taking up the charge that the Commission used the property 
investment account of the carriers as the only basis for the valua- 
tion of $18,900,000,000, Mr. Hall showed that as a matter of fact 
the Commission had utilized every possible avenue of informa- 
tion in arriving at the figure set forth. He denied that the 
Commission had used the property investment account as the 
basis and pointed out that the valuation was more than a billion 
dollars less than the property investment account. Before the 
hearing in Ex Parte 74, Mr. Hall said, the Commission requested 
Commissioner Aitchison, because of his experience in valuation 
work, to take charge of the compilation of the data that could 
be used in arriving at the valuation. He then read a statement 
prepared by Mr. Aitchison briefly outlining the method followed 
in fixing the valuation. The Commission utilized all the data 
available as the result of six years of valuation work, he said, 
and the time occupied in assembling that data represented 572 
employe days. Errors in property investment accounts of the 
carriers were checked and consideration was given additions and 
betterments in recent years, as well as the amount of working 
capital, supplies, etc. He said the valuation finally determined 
happened to be equivalent to the capitalization of the govern- 
ment rental at 51%, per cent. Mr. Hall also explained that the 
Commission had worked up to the figure $18,900,000,000 and not 
down from that amount. The assembling of the data used by 
the Commission in getting the valuation would have required one 
man’s services for four years, he said. These statements were 
made in behalf of the Commission in reply to the charges that 
the Commission “guessed” the valuation. 

Senator Pomerene commented on the charges made with 
reference to the valuation being greatly in excess of the market 
value of railroad*stocks and bonds, saying such statements were 
made to deceive the public. Mr. Hall said such statements were 
not dependable. He said the Commission had made a most seri- 
ous effort to arrive at a fair valuation. 

The decisions of the Commission in the intrastate rate cases 


THE TRAFFIC WORLD 








Vol. XXIX, No. 1 


— strictly in accord with the Shreveport doctrine, Mr. Hall 
said. 

Senator Cummins said the charge of the state commissions 
was that the federal commission raised intrastate rates with- 
out proof that they were discriminatory against interstate com- 
merce. 

“Did you. assume that simply because there was a disparity 
in rates that that necessarily established discrimination?” asked 
the senator. 

“We in no case have regarded disparity by itself as estab- 
lishing undue prejudice or unjust discrimination,” said Mr. Hall, 
“If we had been disposed to do so, no hearings would have been 
pr because it was obvious from the start that disparity 
existed.” 

Mr. Hall then discussed the New York passenger fare case, 
which originated as the result of the charter fare of 2 cents be- 
tween Albany and Buffalo being invoked by the state of New 
York. He said the Commission approached that case precisely 
as a Shreveport case. The discrimination was patent and un- 
denied, he said, and yet the Commission followed the prinicples 
of the Shreveport doctrine in handling the case. As to the charge 
that the findings of the Commission in the intrastate rate case 
were “stereotyped” in form, he said the findings were drawn 
that way deliberately by the Commission and the prinicples of 
the Shreveport doctrine followed. 

Questioned by Chairman Cummins as to repealing the group 
plan of rate making, Mr. Hall said that plan would have to be 
followed regardless of whether it was provided for by law. 

“This Commission has not frozen the rate structures in 24 
states,” said he, adding that in not more than thirteen or four- 
teen states were rates “frozen” and only in individual instances 
in those states. 


TO CALL AGRICULTURAL CONFERENCE 


The Trafic World Washington Bureau 


The transportation problem, as related to the agriculturai 
industry, will be considered in a national conference to be called 
soon by Secretary Wallace, of the Department of Agriculture, 
at the request of President Harding. Representatives of the 
railroads will be invited to participate in the conference, which 
the President believes will go far toward relieving the depres- 
sion in the agricultural industry. In a letter to Secretary Wal- 
lace the President said it was unquestioned that a conference 
potas bring “us to a clearer understanding of the problems be- 
ore us.” 

“IT would like you to bring into the conference not only the 
ablest representatives of agricultural production, which shall 
represent our country in the broadest possible way, but I think 
much good would come if you will include in the conference 
those who are engaged in industry most intimately associated 
with agriculture,” said the President. “It will clarify our views 
if we may have present representatives of the more important 
interests which are closely related and dependent upon agri- 
culture.” 

President Harding suggested that the work of the conference 
be co-ordinated with the investigation being conducted by the 
congressional joint commission of agricultural inquiry of which 
Representative Sidney Anderson is chairman. 

Secretary Wallace has set January 23 for the opening of the 
national conference on agriculture and related industries. The 
names of the delegates will be made public when acceptances 


have been received from those to whom invitations are being 
sent. 


LABOR BOARD—PENNSY HEARING AGAIN POSTPONED 


Hearing on the dispute between the Pennsylvania System 
and the Labor Board, which was scheduled to take place before 
Judge Landis, in Chicago, January 3, was postponed on the peti- 
tion of J. V. Clinnin, assistant United States attorney, who an- 
nounced that a motion to dismiss would be filed by the board. 

The dispute had its origin in an order of the board instruct- 
ing the railroad to re-elect employes representatives on ballots 
providing for the election of organizations as well as individuals. 
This the Pennsylvania refused to do, which resulted in a cita- 
tion by the board and a hearing to determine whether the car- 
rier was acting in violation of the above mentioned order. The 
railroad then obtained a temporary injunction restraining the 
board from finding it in violation of the order, which injunction 
was extended by Judge Landis, at the time of postponement, 


until January 18, when arguments on the motion to dismiss 
will be heard. 


OHIO ORDERS ATTACKED 


The Commission’s orders in Ohio rates, fares and charges, 
64 I. C. C. 493, and Ohio and Pennsylvania rates, fares and 
charges, 64 I. C. C. 517, relating to intrastate fares on Ohio 
electric railways, have been attacked by Ohio municipalities 
in the courts. The village of Hubbard and the city of Wells 
ville have brought proceedings to enjoin the carriers from en- 
forcing the orders. No decision has been made by the Ohio 
courts in which the cases were instituted. 
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Decisions of Interstate Commerce Commission 


INDIANA RATES AND CHARGES 


On petition of Kingan & Co., of Indianapolis, the Commis- 
sion, in a report written by Commissioner Meyer on No. 11894, 
Indiana Rates, Fares and Charges, opinion No. 7303, 64 I. C. C. 
645-6, has exempted from its order in 60 I. C. C. 337, the charges 
or rates for the movement of live stock from the stockyards of 
the Belt Railroad & Stockyards Company to the stockyards of 
Kingan & Company, on the ground that the movement from one 
stockyard to another in the city of Indianapolis is not so re 
lated to any interstate movement as to make the charge im- 
posed thereon a factor for discriminating against interstate 
commerce or shippers in interstate commerce, because there was 
no showing that, in the purchase of live stock at the yards 
maintained by the Big Four, Pennsylvania and other trunk 
lines, Kingan & Company came into competition with any one 
engaged in shipping the stock in interstate commerce. 

“This movement, practically within the city limits, is abso- 
lutely independent of any previous movement,” said Commis- 
sioner Meyer. The trunk lines, in an effort to keep the charges 
on that traffic under federal control, said that, as the revenue 
of the Indianapolis Union, their belt line, lessened any deficit 
resulting from its operation now assumed by the interstate car- 
riers, any reduction in the charge below the actual operating 
cost would result in a loss to carriers engaged in interstate 
commerce. Mr. Meyer said the record did not show the actual 
operating cost. In summing up and concluding the matter, the 
Commission said: 


We are of opinion and find that the charge for the transportation 
of live stock from the stock yards of the Belt Railroad & Stock Yards 
Company at Indianapolis to the plant of Kingan & Company, Incor- 
porated, at that place, in effect January 28, 1921, did not, and for the 
future will not, cause any undue or unreasonable advantage, prefer- 
ence, or prejudice as between persons or localities in intrastate com- 
merce on the one hand and interstate or foreign commerce on the 
other hand, or any undue, unreasonable, or unjust discrimination 
against interstate or foreign commerce. Our order in this proceeding 
will be modified accordingly. 


RATE ON GAS OIL 


Reiterating what it said in Sligo Iron Store Co. vs. W. M. 
Ry. Co., 62 I. C. C. 648, the Commission, in a report on No. 
10885, Indian Refining Co. vs. Baltimore & Ohio et al., opinion 
No. 7302, 64 I. C. C. 6438-4, has modified its former report, 59 
I. C. C. 246, holding that the applicable rate on a tank car of 
gas oil, from Lawrenceville, Ill., to Petersburg, Tenn., on June 
4, 1919, was 62.5 cents, instead of 70.5, as held in the former 
report, or 72 cents, as claimed by the Railroad Administration 
and the carriers concerned. It said that reparation should be 
made down to the basis of the 62.5-cent rate instead of down 
to the basis of the 70.5-cent rate. 

This case, as well as the Sligo case before mentioned, 
raised the question as to the effect of a provision in a tariff 
used in making up a combination rate, which said that on through 
shipments on combination of separately established rates, but 
one increase would be applied to the through rate, thus made 
on combination. 

A three-factor combination was applied on this shipment. 
The first factor of 12.5 cents was obtained from a tariff con- 
taining the “one increase only” rule contained in Freight Rate 
Authority. No. 10, which applied on everything other than coal 
and possibly one or two other commodities. The tariff naming 
the final factor, that of 24.5 cents, from Columbia to Petersburg, 
Tenn., also contained the rule. 

In the Sligo case the Commission held that where one tariff 
used in making a combination said that but a single increase 
would be made in a combination, that was a holding out to the 
public which the carriers were bound to protect. In the in- 
stant case, the Commission pointed out, the first and last factors 
set forth contained the full increase of 4.5 cents applicable on 
petroleum and its products. They also carried the rule saying 
only one increase would be applied. The intermediate rate was 
a proportional which did not take the whole of the 4.5-cent 
increase. 


GASOLINE AND KEROSENE 


Application of a fifth class rate of 22.5 cents on gasoline and 
kerosene from Lexington, Ky., to Cincinnati between January 29 
and February 13, 1920, was condemned as unreasonable in No. 
12048, Moore Oil Refining Co. vs. Director-General, C. N. O. & 
T. P., opinion No. 7293, 64 I. C. C. 621-3 The Commission said 
it was unreasonable to the extent that it exceeded a subsequently 
established commodity rate of 14.5 cents, which became opera- 
tive in February, 1920. Application for such a commodity rate, 
in anticipation of shipments to be made to Cincinnati by a newly 
established refinery, was made in July, 1919. The 14.5 cent rate 





applied from Pryse, a station on the L. & N. with which the com- 
plainant would have to compete. The Railroad Administration, in 
defending the 22.5 cent rate, suggested that the complainant, a 
distributor of oil in Cincinnati, was free to buy its oil at Pryse 
and get the benefit of the 14.5 cent rate as it had previously 
done. For that reason it said the issue was only as to reason- 
ableness and that, it suggested, was abundantly shown by show- 
ing fifth class rates, as high or higher for similar hauls. The 
refinery at Lexington, the Commission said, had applied for a 
commodity rate and had filled its tanks in anticipation of the 
making of a commodity rate, so that when the gasoline and 
kerosene moved, in advance of the making of the rate, it was 
a question whether it would ship under the 22.5 cent rate or 
suspend operation. It chose to ship and take its chances. 


RATES ON SHEEP 


Except as to shipments from Kirk, Ore., to San Francisco 
and bay points, the Commission has dismissed No. 10040, U. M. 
Slater, Inc. et al. vs. Southern Pacific, Director-General, et al., 
opinion No. 7304, 64 I. C. C. 647-60, holding that the rates on 
carloads of sheep in double-deck cars from points in Oregon, 
Idaho, Nevada and California to San Francisco and other bay 
points, within the statutory period, were and are not unreason- 
able or otherwise in contravention of law. It held that the rates 
from Kirk, Ore., were unjust and unreasonable to the extent 
they exceeded the rates from Chiloquin, Ore. The Commission 
said that the complainant and the interveners should file claims 
under rule V for reparation on shipments from Kirk. 

The object of the complainants and interveners was to ob- 
tain a rating on fat sheep in double-deck cars no higher than 
the rating on fat cattle in single-deck cars. They filed their 
complaint early in 1918, but owing to federal control and the 
necessity for amending it, it has been long before the Commis- 
sion. 

In disposing of it, Commissioner Daniels, author of the re- 
port, made an exhaustive explanation of the practices of the 
carriers and came to the conclusion that there never had been 
such stability in ratings or in the relationship of rates as to 
warrant the conclusion that the rate on fat sheep in double-deck 
cars should be no more than the rating on fat cattle, in single 
deck cars. 

The case was made complex by the fact that one of the 
parties to the case was the Nevada-California-Oregon, a narrow- 
guage road that had no double-deck cars and which could do 
business with other railroads only on the basis of loading and 
unloading traffic in transit. Originally, away back in 1887, rates 
on fat sheep in single-deck cars were made 80 per cent of the 
rates on fat cattle but, Mr. Daniels said, no explanation of the 
original relationship had been vouchsafed. But the relation- 
ship at the time the case was tried was generally below 80 per 
cent. He cited that fact to show that if there ever was a recog- 
nized relationship, it was disrupted long before the case came 
on for hearing. Originally the rate on sheep in double-deck 
cars was made a percentage of the rate on sheep in single-deck 
cars, usually 170 per cent, prior to General Order No. 28. The 
$15 per car minimum disrupted that relationship in many in- 
stances so that when the case came on for hearing the original 
relationship, Mr. Daniels said, had disappeared, thus leaving the 
question to be decided wholly on the test of reasonableness. 

One of the points brought up in the case was that, in no 
instance, was any rate involved increased after January 1, 1910, 
until General Order No. 28 became operative. The burden, there- 
fore, was on the complainants to show unreasonableness, in- 
stead of the carrier to show that the rates were reasonable. 

The complainants contended that a large number of cases 
cited by them proved that the Commission had held, without 
exception, that cattle rates per car fix the maximum reasonable 
rates for sheep in double-deck cars. Mr. Daniels said that a 
check of the cases cited did not sustain that contention. In 
one he pointed out, the Commission specifically prescribed higher 
rates on sheep than on cattle. In one case, he said, where the 
carriers had admitted that their rates on cattle would be reason- 
able for application on sheep, it had so held. 


RATES ON FRESH MEATS 


In a report on No. 12014, Equity Co-operative Packing Com- 
pany vs. Director-General, as agent (opinion No. 7291, 64 I. C. C. 
615-18), the Commission held unreasonable, a rate of 54 cents 
on fresh meats from Haggart, N. D., to St. Paul and Duluth, 
established in 1919, to the extent that it exceeded a rate of 35.5 
cents prior to August 25, 1920. It held the rate of 30 cents on 
packing house products not unreasonable. The report also covers 
a sub-number by the same complainant against the Northern 
Pacific. The Commission’s report said the complainant was 
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vitally interested in a rate for the future but, through over- 
sight, had failed to ask for an order establishing such rate as 
the Commission might hold to be reasonable. No order, there- 
fore, was issued but the Commission’s report might be taken 
to indicate that it would consider unreasonable any rate in the 
future in excess of 35.5 cents plus the 35 per cent advance allowed 
carriers in that territory in its report on Ex Parte No. 74. It 
found that the rates under attack were unreasonable to the ex- 
tent they exceeded 35.5 cents prior to August 26, 1920, and 35.5 
plus thirty-five per cent since that date. 


RATES ON GLYCERIN 


A holding of unreasonableness and an award of reparation 
have been made in No. 11934, Aetna Explosives Co., Inc., vs. 
Chicago & Eastern Illinois et al., opinion No. 7298, 64 I. C. C. 
635-6, as to rates on glycerin, other than chemically pure or 
bleached, in iron drums, carloads, from Kansas City to Fayville, 
Ill., between June, 1919, and August, 1920. The Commission 
held them unreasonable to the extent they exceeded 22 cents, 
the rate to Thebes, Fayville being 6 miles from Thebes, via the 
Missouri Pacific. The shipments moved over the Frisco and 
the Chicago & Eastern Illinois. Combinations ranging from 
33 to 40 cents were applied. The 22-cent rate used to apply 
via any of the routes, but it was canceled by the C. & E. I. on 
account of a dispute about divisions. The Missouri Pacific 
runs through the plant of the complainant on a trestle and the 
22-cent rate applied over those rails, but owing to the danger 
of trying to unload the drums, weighing 1,400 pounds, from the 
rails on that trestle, that route was not used. The railroads 
did not defend the higher combination. 

Commissioner Campbell dissented, saying that a 22-cent rate 
on that traffic was too low. : 


REPARATION ON SOFT COAL 


In a third supplemental report on No. 5504, Cotton Manu- 
facturers’ Association of South Carolina vs. Carolina, Clinchfield 
& Ohio et al., opinion No. 7297, 64 I. C. C. 633-4, the Commission 
awarded reparation to the Excelsior Knitting Mills and the 
yault Manufacturing Company, interveners in this case, on ship- 
ments of soft coal from the Appalachia and Dante districts in 
Virginia to Union, S. C., under rates held, in the second report 
in this case, 57 I. C. C. 584, to have been unreasonable. The 
charges were paid prior to December 31, 1915. The interveners, 
in their petitions for intervention, asked for reparation, but 
submitted no proof until this supplemental hearing was had. 

Commissioners Hall and Daniels dissented, without, however, 
setting forth their views as to why reparation should not have 
been awarded. 





CHARGES ON GLASS BOTTLES 


A finding of unreasonableness and an award of reparation 
have been made in No. 12049, Charles Boldt Glass Co, vs. Di- 
rector-General, as agent, opinion No. 7292, 64 I. C. C. 619-20, as 
to charges on empty glass bottles, from Carrel Street Station 
in Cincinnati to Newport and Latonia, Ky., the complaint cover- 
ing fourteen carloads moving in 1918 and the following year. 
The Kentucky towns are in the switching limits of Cincinnati. 
Charges were assess at 30 cents per ton, twenty tons mini- 
mum, and 2.5 cents per 100 pounds, $15 per car minimum, mak- 
ing a charge of about $21 per car for hauls, including bridges, 
ranging from six to nine miles. In January, 1919, the charge 
was reduced to $6.50 per car minimum and $10 maximum. The 
complainant asked for reparation to that basis and the Com- 
mission so ordered. 





RATE ON ANTIMONY 


Reparation on account of an unreasonable rate on imported 
antimony, carload, from Seattle to Chicago, Ill., during federal 
control, has been ordered in No. 11912, Great Western Smelting 
& Refining Co. vs. Director-General, C. M. & St. P., opinion No. 
7287, 64 I. C. C. 605-6. Reparation is' to be made to the basis 
of a subsequently established commodity rate of $1. Such a 
rate was in effect from California terminals at the time of move- 
ment. The domestic fourth class rate of $2.59 was assessed and 
collected, yielding $1,559.41 for the single carload that was 
involved in the case, a car-mile of 71.8 cents and ton-mile of 23.8 
mills. The subsequently established rate of $1 yields 27.7 cents 
per car-mile and 9.2 mills. The complainant is to have $957.32, 
with interest, returned to it. Commissioner Campbell dissented 
on the ground that the rate of $1 was too low on which to award 
reparation. 





RATE ON CANNED CONDENSED MILK 


The Commission, in a report on No. 12128, Armour & Co. 
vs. Chicago & North Western et al., opinion No. 7301, 64 I. C. C. 
641-2, condemned as unreasonable a commodity rate of 38.5 
cents on canned condensed milk, from Denmark, Wis., to 
Bangor, Me., to the extent that it exceeded 36.5 cents, which 
was the rate contemporaneously applicable to canned milk when 
the shipment moved May 21, 1917. The lower rate was also the 
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fifth class rate. By exception to the classification the fifth class 
rate was supposed to apply on canned condensed milk, but the 
carriers had published a commodity rate two cents higher. 
After the shipment involved was made they canceled the higher 
commodity rate so that the fifth class would apply. 


DEMURRAGE ON LUMBER 


Refund of illegally assessed demurrage charges has been 
directed in a report on No. 11815, Elm City Lumber Company vs. 
Seaboard Air Line et al., opinion No. 7305, 64 I. C. C. 660-1. The 
demurrage was assessed on three carloads of lumber shipped 
from Perrot, S. C., to Petersburg, Va., in March, 1918. The 
lumber moved over the Seaboard for delivery on the tracks of 
the Atlantic Coast Line. Instead of delivering the cars to the 
Coast Line, the Seaboard agent sent postal card notices to the 
consignee that the cars had arrived and were ready for delivery. 
No effort was made to comply with the routing instruction that 
Coast Line delivery was to be made. After correspondence the 
complainant took delivery on the Seaboard tracks and, after 
paying $230 in demurrage, filed its complaint. The Commission 
said that in several similar cases it had condemned the imposi- 
tion of demurrage on shipments withheld from the carrier 
named in the bill of lading as the delivering line. 


RATES ON PIPE AND OIL WELL MACHINERY 


New rates on pipe and oil well machinery are required to 
be established from Scottsville, Tex., to Mansfield, La., not later 
than February 28 in accordance with the Commission’s order 
in No, 11901, L. A. Norris vs. Texas & Pacific et al., opinion 
No. 7307, 64 I C. C. 665-6. The Commission condemned as un- 
reasonable rates on pipe and oil well machinery applicable on 
a carload of that kind of stuff shipped in April, 1920. The rates 
were combinations of fifth and class A. The fifth class was 
86.5 and the class A, 90 cents. The shipment was undercharged. 
The Commission condemned them as unreasonable to the extent 
they exceeded 29 cents on pipe and 30.5 cents on oil well ma- 
chinery, subject to Ex Parte No. 74 increases. The rates to 
the basis of which reparation is to be made were those pre- 
scribed for similar distances in the Shreveport case, 48 I. C. C. 
312. Rates not in excess of that basis are to be established 
not later than February 28. 





CHARGES ON EMPTY TANK CARS 


A finding that the rates imposed on 155 new empty tank 
cars were illegal, and a direction that refund be made, have 
been announced by the Commission in No. 12055, Procter & 
Gamble Company vs. Director-General, as agent, opinion No. 
7299, 64 I. C. C. 687. The cars moved from Milton, Pa., to 
destinations in the Carolinas between February and May, 1918. 
The holding of illegality was based on the Commission’s deci- 
sion in Aetna Explosives vs. A. G. S., 52 I. C, C. 235. In that 
case it held that the 6-cent rate per mile was not applicable 
to new tank cars moving from the points of manufacture to 
points at which they were to receive lading and, therefore, that 
it was not applicable from Milton to destinations. It held that 
the rates should have been a combination of Official and South- 
ern classification ratings based on Lynchburg and Petersburg, 
Va. 


RATE ON CORN MEAL 


A finding of unreasonableness, an award of reparation, and 
a denial of fourth section relief have been made in No. 12114, 
Charleston Milling Co. vs. Missouri Pacific et al., opinion No. 
7309, 64 I. C. C. 671-2, as to the rate on a carload of corn mea) 
from Memphis to Charleston, Mo., shipped in March, 1920. The 
unreasonableness consisted of a joint rate in excess of the 
combination of the intermediate rates. Relief from that part 
of the fourth section was denied in fourth section order No. 
8122, as of February 23. 


GRAIN CHARGES AT TEXAS PORTS 


In a report on I. and S. No. 1387, Absorption of Terminal 
Charges on Grain for Export at Texas Ports, opinion No. 7296, 
64 I. C. C., 629-32, the Commission found the proposal of the 
Minneapolis & St. Louis, Chicago Great Western and their con- 
nections to limit absorption charges for switching and unloading 
grain and certain grain products, at Galveston, on shipments 
from Minneapolis, when originating beyond and when for ex- 
port, justified in part. It held part not justified and directed 
the carriers to modify their proposals and put in tariffs in 
accordance with the views expressed in the report not later than 
March 21. 

The main proposal was to make tthe absorption provisions 
on the traffic from Minneapolis conform to those in effect on 
traffic from Missouri River gateways and from Nebraska, Kan- 
sas, Missouriand Oklahoma. That, the Commission said, was all 
right. But it said no justification had been shown for other things 
in the suspended tariffs, especially an item providing for only 
partial absorption for switching grain in sacks, nor for the item 
providing for only partial absorption for switching wheat, flour, 
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bran and malt in sacks or barrels. It said there is complete ab- 
sorption on such traffic from the Missouri River gateways and 
the states hereinbefore mentioned, from which @ much greater 
volume of traffic moves. 

In its order the Commission required the carriers involved 
io apply “regulations and practices providing for absorption of 
the switching and unloading charges of the Galveston Wharf 
Company and the Southern Pacific Terminal Company at Gal- 
veston, Tex., on grain, in carloads, moving over lines parties to 
Minneapolis & St. Louis tariff, I. C. C. No. B418, and on wheat, 
flour, bran and malt, in carloads, moving over lines parties to 
Chicago Great Western tariff, I. C. C. No. 5049, from Minneapolis, 
Minn., when originating beyond and when for export, to the 
same extent that such charges are absorbed by them on like 
traffic from Missouri River gateways and from points in Nebras- 
ka, Kansas, Missouri and Oklahoma.” 


RATES ON WALNUT LUMBER 


In another effort to adjust rates from interior Iowa cities 
to destinations east of the Illinois-Indiana line, the Commission, 
on further hearing in No. 10149, Board of Railroad Commission- 
ers of the State of Iowa et al. vs. Minneapolis & St. Louis et al., 
opinion No. 7310, 64 I. C. C. 673-8, held unreasonable and unduly 
prejudicial combination rates on walnut dimension timber; not 
further finished than sawed to shape, from Des Moines to des- 
tinations east of the Illinois-Indiana line, or for export, to the 
extent that the proportional commodity rates from Des Moines to 
upper Mississippi River crossings, east bank, exceeded, exceed 
or may exceed 57 per cent of the corresponding proportional 
commodity rates from the Missouri River cities to the Missis- 
sippi crossings. The original report in this case was made in 
58 I. C. C. 484. 

The rates made in accordance with the percentage measure 
set forth in this report are to be made operative not later than 
March 25. The order requires the proportional commoditiy rates 
from.Des Moines to the crossings between East Dubuque and 
East Keokuk, when destined to points east of the Illinois-Indiana 
line or for export to be no more than 57 per cent of the Contem- 
poraneous corresponding rates from Missouri River cities to east- 
bank Mississippi River crossings between East Dubuque and 
East St. Louis. 

This is a modification of the Commission’s former report to 
the extent that the Commission now permits the rates to be 
57 instead of 55 per cent of the rates between the two rivers. 
The carriers contended that they had-complied-. with the prior 
order, but the complainants convinced the Commission that they 
had not, while the defendants convinced the Commission that 
the percentage should have been 57 instead of 55. 

Commissioner Eastman, author of the report, went exten- 
sively into the whole question of rates to and from interior Iowa 
cities, rates to the crossings and rates between the Missouri and 
Mississippi rivers dealt with in various cases, beginning with 
the Warnock case, in 21 I. C. C. 546. 


RATES ON CAST IRON PIPE 


The Commission, in a report on I. and S. No. 1413, Cast Iron 
Pipe and Connections from the Birmingham District to Montana 
Points, opinion No. 7300, 64 I. C. C. 638-40, has held justified the 
proposal of the carriers to cancel the existing basis for making 
and applying rates on the commodities mentioned in the title of 
the case, and restoring the old basis of combination on St. Louis. 


This follows the restoration of the same basis to the south- . 


west. 

General Order No. 28 and the subsequent increases threw 
the rate structure out of line so much that the joint through 
rates became less than the combinations on St. Louis, Omaha 
and St. Paul and placed some of the carriers at a disadvantage, 
in comparison with competitors, for business through the three 
gateways to the northwest. The restoration of the old basis will 
have the effect of increasing rates on the commodities involved 
from 40 cents to $1.20 per ton. 





RATE ON COPPER BARS 


Against the dissent of Commissioner Eastman, the Commis- 
sion has dismissed No. 11755, Raritan Copper Works vs. Director- 
General, New York, Ontario & Western et al., opinion No. 7313, 
64 I. C. C. 691-3, holding not unreasonable or otherwise unlawful 
a rate of 22.5 cents on copper bars, rough cast, carloads, from 
Rome, N. Y., to Perth Amboy, N. J. The shipments, 25 carloads, 
moved in January, 1920, just prior to the publication of a rate 
of 18 cents. 

Commissioner Eastman in his dissent pointed out that the 
complainant had asked for a rate of 18 cents because contempo- 
raneously there was an 18-cent rate on copper wire in the oppo- 
site direction. Wire is the more valuable commodity. Eighteen 
cents was also the rate on bars in the opposite direction. Mr. 
Eastman called attention to the fact that the Director-General 
had promised the lower rate and that the record, in his estima- 
tion, did not support a finding that the higher rate was reasonable. 
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GYPSUM ROCK MINIMUM 


On account of a failure of proof, the Commission has dis- 
missed No. 11619, Acme Cement Plaster Co. vs. St. Louis-San 
Francisco et al., opinion No. 7306, 64 I. C. C. 662-4, holding that 
on the evidence there was no basis for determining whether the 


tariff minima on crushed gypsum rock from Gladys, Okla., to 


Cape Girardeau, and from Grand Rapids, Mich., to Hannibal and 
Prospect Hill, Mo., are reasonable or otherwise. The dismissal 
carries with it No. 11621, Same vs. Pere Marquette et al., and a 
sub-number of the last mentioned case. 

The Commission said the exhibits showed that the marked 
capacity of cars bears no consistent relation with the cubic ca- 
pacity. It said they showed that of cars marked 100,000 pounds 
capacity, the cubic capacity ranged from 824 to 1,818 feet. 
Despite that wide variation, the Commission said the minimum 
in each car was 90,000 pounds. But it said that the record did 
not afford warrant for making any finding as to the minima on 
such a showing as that. 


CHARGES ON NITROCELLULOSE 


The Commission has dismissed No. 11952, E. I. Du Pont De 
Nemours & Co. vs. Director-General, Raritan River Railroad, et 
al., opinion No. 7308, 64 I. C, C. 667-70, holding that the charges 
on six carloads of wet nitrocellulose, shipped in November, 
1918, from Hopewell, Va., to Haskell, N. J., and réconsigned to 
Haskell, N. J., were not unreasonable or otherwise unlawful. 

This is the case in which the carriers showed the Commis- 
sion that they had moved the cars so rapidly, owing to the 
highly inflammable character of the commodity and the requests 
of the War Department for speed, that the reconsignment orders 
never caught up with them. Nine railroads participated in 
the movement, so the hauls between junctions were short. The 
shipment was started from Hopewell on the evening of Novem- 
ber 12. At 2:30 p. m. the next day a telephonic request for 
diversion was received, but before that request could be tele- 
graphed to the office which handled reconsignment orders the 
cars had left the rails of the Norfolk & Western. That carriers 
tried to beat the cars to junction points of connections, but in 
every instance the cars were ahead of the telegraphic or mail 
orders to divert, the fourteen or fifteen hours’ start of the 
freight having given them such a lead that the properly pre- 
pared and recorded reconsignment orders did not overtake the 
cars. The complainant contended that if the order had been 
telegraphed to Philadelphia instead of mailed, it would have 
overtaken the cars. The order was mailed when it was as- 
sumed that the telegraphic orders certainly would reach Poto- 
mac Yards before the cars. The Commission said that that 
was conjectural and refused to order reparation. 

In explanation of the failure of the telegrams to head off 
the cars, it was explained that the clerks handling diversion 
and reconsignment orders frequently receive telegrams about 
cars of which they have no record. To enable them to keep 
their records they must send for the records to the car record 
offices, which causes a delay of as much as 10 or 12 hours, so 
that by the time the records were in shape in this case, the 
cars had gone beyond all the junction points where diversion 
would have been possible. 





ILLINOIS CEMENT RATES 


Further hearing in 13061, Universal Portland Cement Com- 
pany vs. A. T. & S. F. et al., was held before Examiner John B. 
Keeler in Chicago, January 4. The original hearing was held 
early in December, 1921, but was suspended at the request of 
representatives of the state of Illinois, who asked permission 
to confer with representatives of the carriers and the cement 
makers before the case went to trial. The issue involved was 
one of discrimination against the Universal company’s plant at 
Buffington, Ind., in favor of mills within the state of Illinois, 
because of the lower scale of rates in effect from the Illinois 
mills to destinations within the state as compared with the 
interstate level, as set by the Commission in the cement case, 
docket No. 8182, in the supplemental order, 52 I. C. C., 225-234. 

At the opening of the hearing, January 4, Robert W. Camp- 
bell, speaking for all Illinois carriers, said the carriers were 
willing to substitute for the rates now in effect, interstate, the 
rates provided for scale 2 territory in the above mentioned 
order, plus 2 cents a hundred pounds, as provided in General 
Order 28, and plus 35 per cent, instead of the 40 per cent origin- 
ally added in compliance with the order of the Commission in 
Ex Parte 74. This proposal was substantially one of the alterna- 
tives proposed by representatives of the state of Illinois at the 
conference, which followed the adjourned hearing. Mr. Camp- 
bell said that in making this offer the carriers did not admit 
that the rates were at present unreasonable. But he said an 
investigation had disclosed numerous discriminations, which it 
was planned to remove. 

Murray Billings, assistant western traffic manager for the 
complaining company, was the only witness for the Universal 
company. He gave a detailed history of the interstate and in. 
trastate rate structures involved, and quoted the language of 
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the Commission in its decisions in the western cement investiga- 
tion to: the effect that the Illinois intrastate structure was in- 
consistent with the general level of cement rates throughout 
Western’ Trunk Line territory. This inconsistency, he said, was 
aggravated by the percentage increase in Ex Parte 74 and 
amounted, in actual figures, to as high as 14 cents a barrel in 
many instances. He said that a difference of 1 cent was often 
a controlling factor and that 5 cents was enough to shut his 
company out of such a strongly competitive market as the state 
of Illinois. He said his company had been absorbing the differ- 
ences in the rates only because it wanted to retain good will 
in that state and that there were instances where, in spite of 
this willingness, the difference had become so marked as to 
drive it out of particular localities altogether. On being pressed 
for specific examples of the sort, however, the witness said he 
was unable to think of any on the spur of the moment. 

H,. M. Slater, appearing for the Illinois department of public 
works and buildings, took exception to the statement made by 
the witness that all cement was sold on a delivered basis. He 
said the state of Illinois had asked for bids on its 1922 needs 
on a mill basis, because it figured that the cement could be 
more economically distributed in that way. Only one company, 
however, he said, elected to submit bids as asked for by the 
state, the. remainder adhering to the delivered: basis, which they 
evidently preferred. 

Objection was voiced by John M. Burchmore, attorney for 
Illinois. cement interests, against broadening the issues by allow- 
ing representatives of the Indiana Portland Cement Company, 
of, Limedale, Ind;, to put in evidence regarding the rates into 
Illinois from that point. On the stipulation, however, that the 
evidence was offered as being cumulative only to that put in by 
the complainants, it. was allowed to go in. 

Mr. Burchmore called attention to the wording of the com- 
plaint, in which present. intrastate rates were compared with 
rates made on the 8182 scale labeled “rates as they should be.” 
He.said that this proved the complainants were not so much 
interested in the removal of any alleged. discrimination as. they 
were in having the Illinois intrastate rates raised to the inter- 
state level. 

_.*They ,do not say. that the interstate rate is too high, ” he 
said. ‘On the other hand,,as I read the complaint, they do say 
that the intrastate rate is too low, thus in effect asking the 
Commission to raise those rates rather than attempt to remove 
the discrimination by reducing the interstate rates from Buffing- 
ton,,or by raising one and lowering the other. to a common level.” 

Interveners for the Missouri Portland Cement Company, the 
Continental Portland Cement Company. and the Atlas Portland 
Cement Company announced they would put in no testimony, 
inasmuch as separate cases involving the rates from Missouri 
points were to be tried later in the month. 


With the exception of a five-minute interval in which 
Thomas Farrell, assistant general freight agent of the Wabash, 
made a statement pleading for a uniform basis of cement rates, 
interstate and intrastate, in. Western Trunk Line territory, the 
whole of the second day of the hearing was. given over to the 
direct testimony of E. S. Gubernator, traffic manager of the 
Lehigh Portland Cement Company, speaking for Illinois cement 
producers who intervened on behalf of the defending carriers. 
Mr. Gubernator’s testimony took the shape of numerous exhibits 
which he said proved the intrastate rates to be reasonable per 
se, and which also, in his opinion, showed that the 8182 scale, 
which complainants urged be used as the basis for revised IIli- 
nois intrastate rates, was, in fact, not the basis for cement rates 
in a great part of Western Trunk Line territory. 

In seeking to’ prove the reasonableness of the rates, the 
witness compared them with rates in the same territory on 
brick, hollow tile,- lime, coal and other commodities, and also 
compared the rates proposed by the complainants with rates 
on cement from points in C. F. A. territory. The result, he said, 
showed that the cement rates in Illinois and those into other 
surrounding territory would be practically the same; “and the 
Commission itself,’ he continued, “said, in the decision in No. 
8182, that the Illinois rates might properly be on a lower basis 
than those to the adjacent states.” 


Damage claims on 19,118 cars shipped by his company in 
1920 amounted to $2,324.85, said the witness, or an average of 
only 12 cents a car. 

In comparing the rates from Buffington, Ind., into Illinois 
with the Illinois intrastate rates, the witness urged the examiner 
not to lose sight of the fact that the Buffington mileage was, in 
all cases, based on the distance to the destination from Chicago. 
Buffington, he said, was 22 miles, via short line, from the Chi- 
cago trunk line terminals. This figure, however, did not, in his 
opinion, represent the real mileage advantage. He said that 
Western Trunk Line tariffs contained a provision to the effect 
that shipments from Buffington must not pass through the Chi- 
cago switching district. This, he said, often made the actual 
mileage traveled by a car of cement far in excess.of the short- 
est two or three line mileage on which, according to instructions 
in 8182, the rate was figured. To Waukegan, for instance, he 
said that the actual mileage from Chicago was 35 miles, and it 
was upon that mileage that the rate was figured. In order to 
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get to Waukegan from Buffington without traversing the Chi- 
cago switching district, however, he said, the car had to be 
hauled 120 mifes. 

The bone of contention on the morning of the third day of 
the hearing, January 6, was the question as to whether rates to 
Chicago were included in the scope of the controversy. At 
the beginning of the hearing Harry I. Allen, attorney for the 
complainants, announced that he had amended the complaint 
specifically to exclude points within the Chicago switching dis- 
trict. Opposition to this exclusion was voiced by representatives 
of the state of Illinois, who said they wanted any basis the Com- 
mission might fix for Illinois cement rates to be made ap- 
plicable throughout the state, and that there was no reason why 
‘Chicago should be favored in spite of the fact that the shipments 
to that city were very heavy. 

Mr. Burchmore said that the rates to Chicago would neces- 
sarily have to be considered, because any raise in the rates to 
intermediate points from intrastate origin points would create 
fourth section violations unless the Chicago rates were also 
raised. These, he said, might be avoided by specific permission 
from the Commission, but he called attention to the fact that 
the Illinois statutes also contained a provision similar to the 
fourth section of the act over which the Commission had no 
control. 

Mr. Allen finally said that he thought the rates to Chicago 
from Illinois destinations might well be taken into consideration, 
providing those from Buffington, Ind., to the same destination 
were not involved. Mr. Gubernator, who was still on the stand, 
then proceeded .to introduce a number of exhibits which he 
said showed the rates to Chicago from Illinois producing points 
not to be unreasonably low. Since these were the lowest rates 
in Illinois on cement, he said, the others must also be reasonable 
or more than reasonable. 


LEIGH ELLIS CASE TO SUPREME COURT 


The Trafic World Washington Bureau 


The case of Leigh Ellis & Co. vs. Payne, as agent (Traffic 
World, Dec. 24, p. 1329), is on its way to the Supreme Court 
of the United States, either on a writ of error or writ of certio- 
rari. Application for such writs has been made by Edgar 
Watkins of Atlanta, attorney for the plaintiff, because the circuit 
court of appeals has sustained the decision of the federal court 
for the northern district of Georgia. 

The district court sustained .a demurrer in which the Rail- 
road Administration set’up the suit came too late, having been 
filed more than two years and one day after the cause of action 
accrued, although, in the trial of the Decker case, the Railroad 
Administration, according to the contention of Mr. Watkins, 
promised to govern itself in accordance with the decision of 
the Commission in that case. 

Mr. Watkins, in his brief in support of his application for 
a writ of error, contended that the trial court erred in sustaining 
the demurrer, because questions were presented which should 
have been submitted to the jury, one of the questions of fact 
being as to whether there was such a shortage of weight in 
the coiton shipped as was reasonably within the meaning of 
“weight, subject to correction,” or whether such phrase had 
reference only to slight variations in different weighing scales. 
He also contended that the pleadings, both of the claim of 
limitation. and of the effect of the bill of lading, raised ques- 
tions of fact for consideration by a jury. 

Another error alleged against Judge Sibley was his holding 





’ that the insertion of the words to qualify the statement of 


weight “subject to correction’ rendered the order bill non- 
negotiable. The Pomerene law forbids the insertion of any- 
thing in an order bill of lading that will destroy its negotiability, 
except it be in writing on the face to which the shipper has 
consented. 

Watkins’s contention was that the words, “subject to correc- 
tion,” could mean no more than the variation in weight due to 
the fact that different scales were used, or that one weighing 
was done more carefully than another. Otherwise the bill of 
lading would have been in violation of the Pomerene bill of lading 
law. He also pointed out that bales of cotton have been held, 
in Y. & M. V. vs. Brent, Loyd vs. Kansas City, Memphis & 
Birmingham, now St. Louis-San Francisco, and Southern Ex- 
press Co. vs. Crook (44 Ala. 468), as not being packages or 
package freight. He contended, therefore, the railroad agent 
who said he had received 300 bales of cotton, weight so much, 

“subject to correction,” had not performed his whole duty when 
he issued an order bill of lading for the cotton. 





Cc. M. & G. EXTENSION 

Authority has been granted the Chicago, Milwaukee & Gary 
to build a line 29.2 miles long to connect its disjointed parts 
which are now bound together by means of trackage rights over 
the rails of the Elgin, Joliet & Eastern. By constructing the 
missing link the applicant will be able to avoid the operation 
of its trains through the congested district traversed by the 
Elgin, Joliet & Eastern at Joliet. The line it is proposed to 
build is estimated to cost $2,700,000. 
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ILLEGAL DEMURRAGE 


A finding of illegality and an order of reparation have been 
recommended by Attorney-Examiner Charles F. Gerry, in a 
report on No. 12756, Standard Underground Cable Company vs. 
Lehigh Valley, as to demurrage charges assessed by the Lehigh 
Valley at Maurer, N. J., on cars received in June and July, 
1920, during the switchmen’s strike and constructively placed, 
in accordance with the previous practice of the carrier in hand- 
ling the traffic of the complainant. The arrangement prior to 
the strike was that the cars for the complainant should not be 
placed on its tracks until ordered by the complainant. They 
were therefore held and given constructive placement. When, 
the strike broke out the complainant gave written notice to 
have its traffic placed without waiting for orders. The examinér 
said the carrier disregarded the instruction and that therefore 
the demurrage charges imposed under constructive placement 
were illegal and should be returned. for all the time prior to 
actual placement. 


HAY, DAKOTA TO MONTANA 


Dismissal of the complaint has been recommended by Ex- 
aminer H. J. Wagner in a tentative report on No. 12943, W. P. 
Devereux Co. vs. Director-General, as agent, on a finding that 
charges on hay from points in Minnesota, North Dakota and 
South Dakota to stations in Montana during federal control were 
not unreasonable. The complainant’s sole contention was that 
the applicable minimum weight of 25,000 pounds could not. be 
loaded into the cars furnished and that it was unreasonable to 
assess charges based on other than the cubical. capacities of. such 
cars. The examiner said because of a drouth in Montana in 
1919, one-half of the commodity and of the class E rates were 
made effective on hay and feed and that the charges assailed 
were based on one-half of the applicable commodity rates and the 
25,000-pound minimum. He said the practice of securing revenue 
through a minimum higher than the capacity of the cars fur- 
nished should be condemned, but where, as in this instance, 
abnormally per-car charges resulted under emergency rates em 
tablished for a short time as a temporary relief measure, a 
shipper had no well-founded claim for reparation because he 
could not load to the prescribed minimum. 


SWITCHING AT PORT ARTHUR, TEX. 


In an emphatically phrased report on No. 11889, Port Arthur 
Chamber of Commerce and Shipping vs. Texarkana & Fort Smith 
et al., Attorney-Examiner William B. Hunter has advised the 
Commission to require the Texarkana & Fort Smith cancel:that 
part of its tariffs in which it says it will not accept, for switch- 
ing, any freight for export arriving at Port Arthur, except lum- 
ber or timber; and that it will not accept for. switching any 
freight between its Port Arthur interchange with ‘the Texas & 
New Orleans and any industry or warehouse located on the docks 
or wharves of the Port Arthur Canal & Dock Company, except 
lumber and timber, because such restrictions are unreasonable. 

A further recommendation is that the defendants, Texar- 
kana & Fort Smith and the Texas & New Orleans, be required to 
establish through routes to-and from the facilities, warehouses, 
and industries on and to shipside at the wharves and docks of 
the Port Arthur Canal & Dock Company, via the interchange be- 
tween the Texas & New Orleans and the Texarkana & Fort Smith 
at Port Arthur, where there is such a through route via the in- 
terchange between those carriers at Beaumont, Texas. 

The end to be accomplished by the cancellation and the 
establishment of the new tariffs is the interchange of freight 
between the Kansas City Southern and the Southern Pacific at 
Port Arthur where there is physical connection between them 
but no interchange arrangements, except upon the basis of higher 
charges than would accrue, the examiner said, than if it took 
Place at Beaumont, except on lumber and timber. The two 
systems do have free reciprocal interchange on those commodities 
but on all other freight the additional charges range from 2.5 
to 6.5 cents per 100 pounds higher. 

According to Hunter, the object of the restrictions is to 
give the Kansas City Southern a road-haul revenue on every- 
thing that goes to the dock at Port Arthur from Beaumont to 
Port Arthur. It owns the Fort Smith Railroad and the Port 
Arthur dock and canal. 

Hunter said the dock company could not exclude anybody 
from the use of its facilities but that the Kansas City Southern, 
by closing a switch line at Port Arthur between the tracks of its 
subsidary and the tracks of the Texas & New Orleans, a sub- 
sidiary of the Southern Pacific, forced the Southern Pacific and 
its subsidiaries to give it a road-haul revenue from Beaumont to 
Port Arthur, even when the actual interchange took place at Port 
Arthur, 
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No complaint, he said, had been made by the Texas & Néw 
Orleans “seemingly because the Southern Pacific port interests 
are at a competing port—Galveston.” 

No objection was made to the prayer of the complainant, 
Hunter said, except by the Kansas City Southern and its only 
objection was to the performance of the switch movement be- 
tween the Port Arthur interchange and the dock on a switching 
basis. It contended that requiring it to switch there would be 
forcing it to open its water terminals to other roads. 

“Removal of the switching restriction,’ the examiner said, 
“will enable the defendants to establish the additional through 
routes to and from the dock company, by making the present: 
rates apply via either the Port Arthur or the Beaumont inter- 
change.” 

With regard to the contention of the Kansas City Southern, 
that an order requiring it to interchange at Port Arthur on a 
switching basis would result in opening its water terminals to 
its competitors, Hunter called attention to what he said was the 
fact, that the dock company was chartered by the state of Texas 
to serve everybody, and that, therefore, its facilities are for the 
use of everybody that can reach them. He said that the Texar- 
kana & Fort Smith, by closing the switch line, kept traffic away 
from the dock, except upon the basis of paying a road-haul 
charge or division for interchange at Beaumont, instead of a 
proper charge for the service over the switch lines at Port Arthur. 
He cited, as an extreme case arising under that restriction, a 
carload of traffic unloaded from a ship at Sabine, nine miles 
below Port Arthur. and destined to that place. 

Although it was within two miles of its destination when it 
arrived: at the Port Arthur interchange, it was hauled 40 unneces- 
sary miles, via Beaumont, because that switch line, under ‘the 
tariffs, was not open to it. ’ 

The examiner said the Texarkana & Fort Smith did not re- 
fuse to switch between the interchange and the dock company 
because of any matter connected with its ownership and opera- 
tion of the switch line. It refused to switch, he said, so that 
it might demand a road haul or road-haul division and sought 
to-justify its refusal on the ground that the Kansas City South- 
ern Owns all the shares of the dock company and therefore should 
be allowed to close the switch line for the ultimate purpose of 
closing the facilities of the dock company to traffic that does 
not “comply with that demand.” . 

“This. maneuver..of .closing the. switch line, instead of clos- 
ing the facilities of the dock company, is evidently.due to the 
fact that the dock company. was incorporated and. exists ,under 
the Texas statute, which makes its docks, wharves and other 
facilities open to all the public,” said Hunter.. “Thus apparently 
arises the plan of closing the facilities of. the dock company to 
the Texas & New Orleans, indirectly, by closing the switch line 
between them. If the dock.company had -not: been controlled 
by the Kansas City Southern, no doubt it would have successfully 
opposed any attempt to close the switch line. The community 
of interest in the three corporations changes the point of view 
of the dock company, but it does not change its public duty, to 
serve all on the same terms. The Texas & New Orleans has not 
objected, seemingly because the Southern Pacific port interests 
are at a competing port—Galveston.” 


a 


RATES ON GUM LOGS 


An order of dismissal has been advised by Examiner Paul 
O. Carter in a report on No. 12771, Farmers Manufacturing Co. 
et al. vs. Seaboard Air Line and Director-General, on a holding 
that the applicable rates on gum logs from Severn, N. C., to 
Suffolk and Portsmouth, Va., in the period between February 
5, 1918, and December 31, 1919, were not unreasonable, unjustly 
discriminatory or unduly prejudicial. The examiner found that 
inapplicable rates had been imposed and said the carriers should 
readjust their charges. 


RATE ON FOUNDRY COKE 


Examiner Paul O, Carter has recommended the dismissal of 
No. 12769, Tampa Gas Co. vs. Interstate Railroad et al., on a 
holding that the rate charged on 83 cars of foundry coke from 
Oska, Va., to Tampa, Fla., shipped between February 11 and 
August 29, 1919, was not unreasonable. The complaint was 
against a double increase under General Order No. 28. 


RATES ON FERRO MANGANESE 


Examiner H. J. Wagner, in a tentative report on No. 12931, 
Bilrowe-Alloys Co. vs. Northern Pacific, Director-General, as 
agent, et al., has recommended dismissal of the complaint on 
a proposed finding that rates on ferro manganese from Tacoma, 
Wash., to Midvale, Utah, shipped March 8 and October 10, 1918, 
were not unreasonable or otherwise unlawful, 
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RATES ON EXPORT OIL 


The Trafic World Washington Bureau 


The Commission, January 4, voted against suspending the 
tariffs reducing rates on petroleum and its products for export 
via Gulf ports from fields in northern Texas and the mid-conti- 
nent field, from 32 to 24.5 cents. Protests were made by re 
finers at New Orleans who receive their crude oil in tank cars 
because a corresponding reduction on domestic oil was not made 
when the export rates were cut to meet the earlier reduction in 
the export rate from Casper, Wyo., against which no protest was 
made. 


REDUCTIONS ON PETROLEUM 


The Trafic World Washington Bureau 


Notwithstanding protests by the Standard of New York 
Sun and Mexican Petroleum companies, representing a consid- 
erable part of the refining interests in Eastern Trunk Line ter- 
ritory, and questions as to the meaning of tariffs, the Commis- 
sion, as told in the Traffic World of Dec. 31, declined to suspend 
any of the tariffs. making what has been generally called the 
3.5 cent reduction on petroleum, which, by the terms of the 
tariffs, became operative January 1. The eastern refiners pro- 
tested on the ground that the reduction would allow Central 
Freight Association territory refiners to get into eastern trunk 
line and New England territories at lower rates than they are 
now paying, while the eastern refiners would not be able to ship 
west at anything other than the rates that became effective 
August 26, 1920. 


As now understood, the lines west of the Mississippi have 
reduced their proportionals up to the river 2.5 cents and the 
Central Freight Association lines have cut their locals 3.5 cents. 
At the same time they have cancelled thejr rule for making 
rates by combinations on the Mississippi. The joint effect of 
these changes, it is now claimed, is to make the rates from the 
mid-continent field, formerly made by the application of the 
rule for figuring combinations, absolutely the same, without 
necessity for using a rule. The new method is to add together 
the proportionals applying to the west bank of the river and 
the locals of the lines east to make up the through rates to all 
destinations east of the Mississippi and north of the Ohio and 
Potomac rivers. 


The first impression (see Traffic World,-December 10,. p. 
1195) was that the effect would be to reduce rates from the 
mid-continent to points on and east of the river and that that 
reduction would force a nation-wide cut. As now understood, 
the mid-continent rates will not be affected in their totals; the 
only change in them will be in the method of stating them. 
That change in method of stating them requires the publication 
of proportionals 2.5 cents less than those in effect prior to 
January 1, 1922. Prior to January 1, the lines east of the Mis- 
sissippi used proportionals differing from the locals. By -re- 
ducing their locals 3.5 cents per 100, it is claimed that by add- 
ing the new proportionals west to the new locals east, the same 


result is attained as was attained by the use of the combination 
rule. 


The changes before mentioned went into effect while the 
offices of the Commission were being bombarded with tele- 
grams about petroleum rates which could be taken as indi- 
cating that the petroleum industry.was in a delirium about 
rates. They were caused by the circulation of a report that 
the Commission had suspended, or voted to suspend, tariffs re- 
ducing rates from the north Texas and mid-continent fields 
from 32 to 24.5 cents on petroleum and its products for export 
through New Orleans and Gulf ports. The circulation of the 
report caused dozens of telegrams to be sent protesting against 
the reported suspension. The fact was that the Commission, at the 
time the report was put into circulation, had not begun considera- 
tion of the matter, though it had passed through the routine 
of consideration by the traffic bureau and the suspension board. 

The southwestern lines proposed that reduction, effective 
January 5, to meet a reduction in the export rate from Casper 
and other points in Wyoming, from 73 to 50 cents. That re- 
duction was started by the Burlington on account of the sale 
of 2,000,000 barrels of gasoline by one of the big companies, for 
export. The Burlington wanted the order filled at Casper. The 
mid-continent refiners insisted on a similar reduction so as to 
put them on a parity with the Casper refineries. 

Protests against the reduction were made by the Liberty 
Oil and the Chalmette Refining companies at New Orleans. 
Presumably they were speaking the views of the refineries on 
the Gulf coast depending on tank car transportation for the 
supply of their raw materials. They objected to the reduction 
in the export rate for the same reason that the lake front 
furnaces objected to a continuance of the low rates on ex lake 
iron ore. In their protest they quoted to the Commission the 
abstract of their decision in the iron ore rate case, as published 
in the Traffic World, as setting forth the controlling reasons 
why the proposed cut from 32 to 24.5 cents should be suspended. 
They pointed out that the carriers which proposed cutting the 
export rate did not propose a corresponding reduction in the 
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rate on crude from mid-continent and north Texas fields to 
Gulf ports. 

At the time the petroleum industry seemed to be excited on 
account of thé erroneous report, the Louisiana & Arkansas had 
pending a proposal to reduce the proportional rate on petroleum 
from Shreveport to Natchez on traffic going to the southeast, 
from 23 to 14.5 cents per 100 pounds. The Vicksburg, Shreve- 
port & Pacific had also filed a similar teriff, not because it de- 
sired to do so but, as it said, to meet the cut made by the 
Louisiana & Arkansas. Other railroads serving the Mississippi 
River crossings protested and asked for the suspension of the 
tariffs, dated to be effective Jan. 11. That proposal was also 
cause of perturbation in the industry. 

Another proposal with regard to petroleum rates that had 
attracted attention was a line of rates from Arkansas fields to 
Iowa points against which the railroad commission of Iowa had 
lodged a protest because the new tariffs did not observe the 
rule laid down in the Mid-continent Petroleum case. In that 
case the Commission said the rates on crude and the lower 


“grades of oil should be five cents less than the rates on re- 


fined. That tariff also was erroneously reported as having been 
suspended, before the Commission had given it any con- 
sideration. 





In explanation of the scheme of rates on petroleum which 
went into effect January 1, Eugene Morris, chairman of the Cen- 
tral Freight Association, said: 

“The Traffic World, in its issue of December 10, p. 1195, cap- 
tion ‘Petroleum Reductions,’ states that the 3%c reduction will 
also be applicable on inter-territorial traffic; this statement is 
correct providing you have in mind traffic from C. F. A. terri- 
tory to Eastern Trunk Lines and New England territories, but 
there will be no reduction so far as concerns inter-territorial 
traffic moving from Western Trunk Line or Southwestern terri- 
tories to points in the Official Classification, because the effect 
of the 3%c reduction from the Mississippi River to points east of 
the Illinois-Indiana state line will be to make the same rates 
locally as now apply proportionally, and at the present time the 
proportional rates from the Mississippi River (which on Janu- 
ary 1 will be the same as local rates, providing tariff is not sus- 
pended), is the rate basis applicable on traffic from territories 
west of the Mississippi River to points in Official Classification 
territory east of the Illinois-Indiana state line. 

“The foregoing statement will also apply to rates from 
Southern Freight Rate Committee territory.” 





FOURTH SECTION DEPARTURES ON GRAIN 


Rates on grain and grain products, made in compliance with 
the Commission’s decision in No. 12929, the western grain rate 
case, not in accord with the provisions of the fourth section, are 
legal. The Commission, December 23, in fourth section order 
No. 8124, made public December 31, authorized Boyd, Countiss, 
Gomph, Henry and Leland, the tariff publishing agents, to file 
tariffs containing fourth section departures. They filed appli- 
cation for permission to disregard that part of the law. The 
Commission granted it, because, as it said, the agents could not 
make the reduced rates effective within the time specified if 
they were required to check out all fourth section departures. 

The order requires the publishing agents to revise their 
rates within sixty days from their effective date so as to remove 
such departures, except where they have made applications to 
continue them and the Commission has not passed on the ap- 
plications. 





A. R. A. GRAIN CIRCULAR 

The American Railway Association has completed the draft 
of a grain circular, in compliance with the Commission’s deci- 
sion in No. 9009, 56 I. C. C. 347, issued January 13, 1920. It 
contains rules for the handling of bulk grain, and the filing, in- 
vestigation, and disposition of claims for loss and damage inci- 
dent thereto; specifications for automatic scales, hopper scales, 
track scales and other shippers’ facilities; specifications for 
temporary grain doors and grain door lumber; and directions to 
shippers for inspection and coopering of cars for bulk grain. 
Samples of the proposed circular put out by J. E. Fairbanks, for 
use by the individual lines on which rests the duty of filing 
such rules, regulations and specifications, are dated as having 
been issued December 1 and effective January 1, but the tariff 
did not reach the files of the Commission in time to be made 
effective on the day mentioned. It is not known when the rules 
and specifications will be offered for filing. 


ALASKA RAILROAD EXTENSION 

The Commission has authorized the Alaska Anthracite Rail- 
road Company to construct an extension of its line for a distance 
of 1% miles from Canyon Creek to lands of the Alaska Pacific 
Coal Company said to contain more than 60,000,000 tons of coal. 
The cost is estimated at $198,255. At present there are no towns. 
villages or railroad lines within twenty miles of the place, but the 
applicant told the Commission it expected industrial plants to 
be established in the vicinity of the mines as soon as they are 
opened, and the railroad built, 
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The Present Railway System—Preliminary Lesson in the Course Written for the Traffic World by 
Grover G. Huebner, Ph. D., Professor of Commerce and Transportation, 
University of Pennsylvania—(Copyrighted) ~ 


The study of railroad traffic cannot be limited to the trans- 
portation facilities located within any one district or region. 
Nowadays single railroad systems cover vast areas, and the 
lines comprising the railroad system as a whole regularly inter- 
change traffic and equipment. Nowadays, also, the business of 
industrial and shipping concerns reaches out to markets or 
sources of raw materials at points far removed from their central 
plants. 

The latest complete mileage returns reported by the Inter- 
state Commerce Commission are those for December 31, 1919. 
At that time 253,152 miles of single-track mileage were owned 
in the United States, not including the mileage of switching 
and terminal companies. The total “trackage” of Class I car- 
riers—i. e., those. having annual operating returns exceeding 
$1,000,000—amounted to 375,424 miles. The total number of 
steam railroads reporting to the Commission were 1,108, of 
which 192 were Class I roads; 284 were Class II roads having 
operating revenues of from $100,000 to $1,000,000; 408 were 
Class III roads with operating revenues below $100,000; and 224 
were switching and terminal companies. 


Territorial Grouping of Railroads 


It is customary to divide the American railway system into 
three primary territories, based on physical, geographical, and 
traffic conditions. ‘Eastern Territory,” as defined by the Inter- 
state Commerce Commission, is located north of the Ohio and 
Potomac rivers and east of a line drawn roughly through the 
state of Illinois from Chicago to St. Louis; ‘Southern Territory” 
is located to the south of this area and east of the Mississippi 
River; “Western Territory” includes the entire region to the 
west of eastern and southern territories. The single-track mile- 
age owned within Eastern Territory on December 31, 1919, 
amounted to 61,154 miles; 51,162 miles were located in the 
South; and 140,836 in the West. The mileage in Western Ter- 
ritory is relatively so extensive because the West comprises 
over 74 per cent of the area of the United States. The three 
primary railroad territories are so large that they may readily 
be divided into smaller districts with distinctive physical, geo- 
graphical, or traffic conditions. Their boundaries are less sharply 
defined, for the railways serving them overlap to some extent, 
but, as will be more fully described in the lessons dealing with 
the volume and characteristics of railroad traffic, distinct traffic 
conditions prevail in each district. 


The railway lines in Eastern Territory may be divided into 
three well recognized groups: (1) The New England lines, which 
serve the New England states; (2) the tidewater coal carriers, 
which connect the anthracite coal regions of eastern Pennsyl- 
vania and the bituminous districts of western Pennsylvania, 
Ohio, the Virginias, and Maryland with their north Atlantic coal 
terminals; and (3) the eastern trunk lines, which connect the 
Mississippi and Chicago with the north Atlantic seaboard. A 
smaller group of lines similar to the tidewater coal carriers 
includes those that carry coal and iron ore to and from the 
port of Lake Erie. 


The lines in Western Territory may be subdivided into four 
main groups: (1) The so-called “granger lines” operate to the 
west and north of Chicago, St. Louis, and the head of Lake 
Superior throughout the grain and live stock states of the south- 
ern and central sections of the Mississippi Valley and the Great 
Plains; (2) the southwestern lines operate to the south and 
west of St. Louis, most of them being tributary either to St. 
Louis, Memphis, or the ports of the Gulf of Mexico. West of 
the granger and southwestern railways, although overlapping 
them somewhat, is the region of the transcontinental or Pacific 
lines, which are frequently divided into two groups; (3) the 
‘northern transcontinental lines” which operate throughout the 
Northwest with their western terminals at Portland and Puget 
Sound include the Northern Pacific, the Great Northern and 
the Chicago, Milwaukee & St. Paul lines; (4) the “southern 
transcontinental lines” which extend across the southern and 
central parts of the Rocky Mountains include the Southern Pa- 
cific, the Atchison, Topeka & Santa Fe, and the Gould trans- 
continental route, which is made up of the Missouri Pacific, the 
Denver & Rio Grande and Western Pacific lines. The main 
terminals of these lines are in California, but the Southern 
Pacific lines also extend northward to Oregon and Washington. 
The Union Pacific and its western connections are located so 
centrally that they cannot be definitely assigned to either of 
these transcontinental groups. 


Physical and traffic conditions throughout Southern Terri- 
tory vary, but the southern lines, east of the Mississippi, are 


generally regarded as an eighth distinct group. The location 
of the three primary territorial groups and the eight subdivisions 
referred to above is shown in Map No. 1. The boundaries of 
Eastern Territory in this map are drawn somewhat above St. 
Louis and below the Potomac River so as to include the entire 
region governed by the large traffic associations of which the 
eastern trunk lines are members. The location of any particular 
railroad may be learned from the numerous maps and detailed 
information contained in the Official Guide of the Railways and 
Steam Navigation Lines of the United States, Porto Rico, Can- 
ada, Mexico, and Cuba, published by the National Railway Pub- 
lication Company. 

The territorial groups and terminology given above are quite 
generally understood, but not infrequently other regions are re- 
ferred to and somewhat different terminology is used. The ter- 
ritorial grouping adopted by Professor W. Z. Ripley, in his recent 
report to the Interstate Commerce Commission on consolidation, 
classifies the railroads territorially as follows: (1) Trunk Line 
Territory; (2) Michigan Peninsula roads; (3) New England 
Region; (4) Chesapeake Region; (5) Southeastern Region; (6) 
Western Transcontinental Region; and (7) Southwestern-Gulf 
Region. 

The term “Mountain-Pacific Group,” frequently used in the 
last two years, refers to the four-fold territorial grouping for 
rate-making purposes defined by the Interstate Commerce Com- 
mission in its advance rate case of 1920 (Ex Parte No, 74). In 
administering the rule of rate-making of the transportation act 
of 1920, the Commission prescribed four groups of regions. Its 
Eastern and Southern groups correspond generally to the East- 
ern and Southern regions previously referred to. Its Western 
group, however, has a western boundary located as follows: 


Following the boundary line between the state of North Dakota 
and the state of Montana and the boundary line between the states 
of South Dakota and Wyoming and Nebraska and Wyoming to the 
line of the Union Pacific extending east from Cheyenne, Wyo.; then 
following the line of the Union Pacific westward to Cheyenne and 
from Cheyenne running southward through Denver, Colorado Springs, 
Pueblo, and Trinidad, Colo.; then following the line of the Atchison, 
Topeka & Santa Fe Railway through Raton and Las Vegas, N. Mex., 
to Albuquerque, N. Mex.: then south along the line of the Atchison, 
Topeka & Santa Fe Railway to El Paso, Tex. 


The Mountain-Pacific group defined by the Commission in- 
cludes all “territory lying between the line last described and the 
Pacific coast, not including Alaska.” 

During the period of federal control still another territorial 
grouping of railroads was generally understood because the Rail- 
road Administration, for purposes of operation, divided the rail- 
roads into the following regions. (1) Eastern; (2) Allegheny; 
(3) Pocohontas; (4) Southern; (5) Northwestern; (6) Central 
Western; and (7) Southwestern. The primary basis underlying 
this grouping were considerations of administration and opera- 
tion rather than traffic and geographical differences, and the oc- 
casion for using this terminology therefore ended with the re- 
turn of the railroads to their owners. 


Grouping by Ownership or Financial Control 


Quite a different basis than the territorial grouping of rail- 
roads is the grouping of them according to their ownership or 
financial affiliations. 

Railroad consolidation began early in the fifties when some 
of the larger companies desired to facilitate the performance of 
through freight and passenger services over longer distances, to 
extend their services directly into new territories, to obtain pos- 
session of needed terminal properties, or to reduce their oper- 
ating expenses. In later years the additional motive of controlling 
railway competition also encouraged consolidation, but that issue 
did not become paramount until 1897-98 when the United States 
Supreme Court ruled that the Sherman anti-trust act prohibited 
railroad rate agreements. It is mainly since then that the huge 
consolidated railway systems of recent years were created. 
There are scattered instances in which consolidation was further 
encouraged by the desire of certain financial interests to reap 
trading profits from the purchase and resale of railways. 

A group of commonly owned or controlled lines is a highly 
complicated financial mechanism, for no group confines itself to 
a single method of consoljidation, and frequently the control of a 
line depends on a succession or chain of subsidiary companies. 
The most common method is that of stock ownership. The parent 
railway or central company of a group May act as a holding com- 
pany; a special, financial holding company which does not itself 
operate any railroads may be organized to hold the capital stock 
of many lines in its treasury; or individual capitalists associated 
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with a group May privately own the necessary amount of stock 
in their own names. The amount of stock owned, moreover, 
may range anywhere from a minority holding to the entire 
number of shares outstanding. A majority of the outstanding 
stock assures control, but a minority block may, at any rate, 
result in a friendly affiliation. Railroads may also be merged 
either by actual purchase of all assets or by an exchange of 
securities. In this case one company becomes the owner of 
the various railways, the others losing their corporate identity. 
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The control may be effected by a lease or agreement running 
for a short or for a lomg period and calling for the payment of 
agreed rentals. A certain “community of interest” may be 
effected by an interchange or interlocking directors. Some 
degree of affiliation, although not an actual control, may result 
temporarily from the ownership of bonds or short-term notes. 

The nature of some of the methods of control, particularly 
that of stock ownership, is such that it is difficult to give a 
complete list of all lines affiliated in a commonly controlled 
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system. Railroad consolidations have in recent years under- 
gone changes and some of them have disintegrated. The so- 
called Reid-Moore group, which at one time controlled the Rock 
Island System and various other lines, the Hrb-Yoakum or 
Hawley group, which controlled the Frisco System, Missouri, 
Kansas & Texas, etc., and the Gould group which controlled 
the Wabash, Missouri Pacific, Denver & Rio Grande and West- 
ern Pacific, have undergone the wildest changes. The con- 
solidated groups most commonly recognized at present are the 
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Vanderbilt, the Pennsylvania, the Morgan, the Hill, the New 
Haven, and the Union-Pacific-‘Southern Pacific groups. The 
last two groups have undergone changes as the result of the 
application of the federal laws governing consolidations. 
Little is to be gained in an attempt to list all of the many 
lines included in these consolidated groups, because plans are 
now under way for the systematic consolidation of railroads 
throughout the country under the terms of the transportation 
act of 1920. Such consolidated systems, when they become 
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effective, will embody not only existing consolidations, but also 
the independent systems not at present affiliated with any of 
the existing consolidations, such as the Atchison, Topeka & 
Santa Fe, the Chicago, Milwaukee & St, Paul, the Rock Island 
and the Frisco System. 

Paragraphs 4 and 5, of section 5, of the interstate commerce 
act, as amended in the transportation act of 1920, read as follows: 


The Commission shall as soon as practicable prepare and adopt a 
plan for the consolidation of the railway properties of the continental 
United States into a limited number of systems. In the division of 
such railways into such systems under such plan competition shall 
be preserved as fully as possible and wherever practicable the exist- 
ing routes and channels of trade and commerce shall be maintained. 
Subject to the foregoing requirements, the several systems shall be so 
arranged that the cost of transportation as between competitive sys- 
tems and as related to the values of the properties through which the 
service is rendered shail be the same, so far as practicable, so that 
these systems can employ uniform rates in the movement of com- 
petitive traffic and under efficient management earn substantially the 
same rate of return upon the value of their respective railway prop- 
erties. 

When the Commission has agreed upon a tentative plan it shall 
give the same due publicity and upon reasonable notice, including 
notice to the governor of each state, shall hear all persons who may 
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recommended a tentative plan embodying twenty-two consoli- 
dated systems which he designates as follows: 


Trunk Line Region: 

1. Pennsylvania System. 

. New York Central System (less Toledo & Ohio Central, Kan- 
awha & Michigan, and Lake Erie & Western). 

3. Baltimore & Ohio—Reading system (including Central of New 
Jersey and Monon). 

. Erie—Lehigh Valley—Wabash system (Delaware & Hudson, 
Wabash lines east, Bessemer & Lake Erie, etc.). 

5. Lackawanna—Nickel Plate—Clover Leaf system (also includes 
Wheeling & Lake Erie—Western Maryland—Lake Erie & Western— 
Buffalo, Rochester & Pittsburgh, etc.). 

Chesapeake Bay Lake-to-tide soft coal region: 

6. Chesapeake & Ohio system. 

; 7. Norfolk & Western—Sandusky system (extended to Lake 
“rie). 

8. Virginia—Kanawha-——Toledo system (including Toledo & Ohio 
Central and Kanawha & Michigan). 

(Or 7 and 8 combined.) 

Southeastern Region: 


9. Southern Railway system (with certain minor changes). 
10. Louisville & Nashville—Atlantic Coast Line system (plus At- 
lanta, Birmingham & Atlantic, etc.). 
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MAP NO. 2—MAIN STEMS OF W. Z. RIPLEY’S PROPOSED RAILWAY SYSTEM. 


file or present objections thereto. The Commission is authorized to 


prescribe a procedure for such hearings and to fix a time for bringing 
them to a close. After the hearings are at an end the Commission 
shall adopt a plan for such consolidation and publish the same; but 
it may at any time thereafter, upon its own motion or upon applica- 
tion, reopen the subject for such changes or modifications as in its 
judgment will promote the public interest. The consolidations herein 
provided for shall be in harmony with such plan. 

It shall be lawful for two or more carriers by railroad, subject 
to this act, to consolidate their properties or any part thereof, into 
one corporation for the ownership, management and operation of the 
properties theretofore in separate ownership, management and opera- 
tion, under the following conditions: 

(a) The proposed consolidation must he in harmony with and 
in furtherance of the complete plan of consolidation mentioned in 
paragraph (5) and must be approved by the Commission. 

(b) The bonds at par of the corporation which is to become the 
owner of the consolidated properties, together with the outstanding 
capital stock at par of such corporation, shall not exceed the value 
of the consolidated properties as determined by the Commission. The 
value of the properties sought to be consolidated shall he ascertained 
by the Commission under section 19a of this act, and it shall be the 
duty of the Commission to proceed immediately to the ascertainment 
of such value for the properties involved in a proposed consolidation 
upon the filing of the application for such consolidation. 

(c) Whenever two or more carriers propose a_ consolidation 
under this section they shall present their application therefor to 
the Commission, and thereupon the Commission shall notify the gov- 
ernor of each state in which any part of the properties sought to be 
consolidated is situated and the carriers involved in the proposed con- 
solidation of the time and place for a public hearing. If after such 
hearing the Commission finds that the public interest will be pro- 
moted by the consolidation and that the conditions of this section 
have been and will be fulfilled, it may enter an order approving and 
authorizing such consolidation, with such modifications and upon such 
terms and conditions as it may prescribe, and thereupon such con- 
solidation may be effected, in accordance with such order, if all the 
carriers involved assent thereto, the law of any state or the decision 
or order of any state authority to the contrary notwithstanding. 


Under the direction of the Interstate Commerce Commission, 
Professor William Z. Ripley has prepared a detailed report and 


11. Illinois Central—Central of Georgia system (certain details 
modified). 

12. Seaboard Air Line system. 
Western Transcontinental Region: 

13. Union Pacific—Chicago & North Western system (plus Cen- 
tral Pacific; also western Wabash lines, etc.). 

Burlington—Northern Pacific—Denver & Rio Grande—West- 
ern Pacific system (Chicago Great Western; Minneapolis & St. Louis 
(parts), etc.). 

15. Chicago, Milwaukee & St. Paul—Great Northern system (east 
part of Chicago & Eastern Illinois and iron ore roads). 

16. Atchison, Topeka & Santa Fe system (with line into St. 
I.ouis; Gulf Coast, etce.). 

17. Southern Pacific—Rock Island system (part of St. Louis 
Southwestern, etc.). 


Gulf Region (west of Mississippi, south of St. Louis and Kansas City): 
18. St. Louis & San Francisco system (with Katy (part); St. 
Louis Southwestern (part), ete.; Alton). 

_ 19. Missouri Pacific—Iron Mountain system (including Kansas 
City Southern, etc.; Chicago & Eastern Illinois, western half). 
Independent Regional Groups: we 

20. New Englahd system (except Boston & Albany and Grand 
Trunk lines). 

21. Michigan peninsula system (Pere Marquette, Ann Arbor, and 
Ironton). 

22. Florida East Coast Railway. 


The main stems of Professor Ripley’s proposed railway 
systems are shown in Map No. 2. 

The tentative plan proposed by the Interstate Commerce 
Commission itself varies slightly from that referred to above. 
It embodies nineteen systems referred to as follows: 


System No. 
System No. 
System No. 
System No. 
System No. 
System No. 


New York Central. 
Pennsylvania. 

Baltimore & Ohio. 

Erie. 

Nickel Plate—Lehigh Valley. 
Pere Marquette. 


HCl whe 


—" 


ae a ae ee ee ee ee 


Mretdeaets | A 


a a meh ee 


ie i cl le 


Po ao 


te ni, sai Ce i a a i i i ee pe 


a Ga on 





——- 


ails 


way 


erce 
ove. 





January 7, 1922 


System No. New England. 


te < 

System No. 7a. New England—Great Lakes. 

System No. 8. Chesapeake & Ohio. 

System No. 9. Norfolk & Western. 

System No. 10. Southern. : 

System No. 11. Atlantic Coast Line—Louisville & Nashville. 

System No. 12. Illinois Central—Seaboard. 

System No. 13. Union Pacific—Northwestern. 

System No. 14. Burlington—Northern Pacific. 

System No. 15. Milwaukee—Great Northern. 

System No. 16. Santa Fe. 

System No. 17. Southern Pacific—Rock Island. 

System No. 18. Frisco—Katy Cotton Belt. 

System No. 19.. Chicago—Missouri Pacific. 

The tentative plans of both Professor Ripley and the Com- 
mission, showing the constituent lines of each, are given in full 
in 63 I. C. C. 455, Docket No. 12964. 

These tentative plans are to be regarded as the preliminary 
basis from which a final plan may gradually be constructed. 
Other plans have already been proposed and many railroad 
companies will doubtless formulate definite views for presen- 
tation to the Commission. A carefully prepared alternative 
plan, for example, has been published by John E. Oldham, of 
the firm of Merril, Oldham & Co., Boston, and Chairman of the 
railroad securities committee of the Investment Bankers Asso- 
ciation. His revised plan, as announced November 1, 1920. 
provides for thirteen proposed railroad systems as follows: 

(1) New York Central system; (2) Buffalo system; (3) Pennsyl- 
vania system; (4) Baltimore—Reading system; (5) Norfolk & Western 
—Chesapeake & Ohio; (6) Atlantic Coast Line—Louisville & Nash- 
ville system; (7) Southern system; (8) Great Northern—St. Paul sys- 
tem; (9) Northern Pacific—Burlington system; (10) Union Pacific— 
Northwestern system; (11) Atchison system; (12) Southern Pacific 
system, and (13) the Illinois Central—Soo system. 

The traffic man is interested, not only in the territorial and 
ownership groupings referred to above, but also in the terri- 
tories governed by the various classification committees and 
freight traffic associations. These will be defined in lessons 5 
and 8, and the various specific rate groups to and from which 
many rates are quoted will be described in lessons 17 to 29 
dealing with rate structures. 


RAILWAY REVENUE 


The Trafic World Washington Bureau 


Reports from all but five class I roads for November showed 
a net railway operating income of $65,998,037, as compared with 
$50,868,702 in November, 1920 or an increase of 29.7 per cent. 
On the basis of reports by .91 roads it had been estimated 
that the return for November would be about 4 per cent. This 
estimate was raised to 4.6 per cent when reports from 127 roads 
were in. Later reports, however, reduced the per cent, and the 
net for all class I roads will be approximately 3.8 per cent. 
The per cent in October was 5.4. The following statement on 


November earnings was issued by the Bureau of Railway Eco- 
nomics: 





Per Cent of 
Increase 1921 
District 1921 1920 Over 1920 


Total Operating Revenues: 


Fastern District (inc. Pocahontas) .$223,520,203 $291,501,836 4 23.3 
Southern District (exc. Pocahontas) 56,814,252 66,827,397 415.0 
WORteTh DUREVICE ooo ck ccccecscessees 183,709,061 232,295,602 d 20.9 
i a en eran 464,043,517 590,624,885 qd 21.4 
Total Operating Expenses: ‘ 
Eastern District (inc. Pocahontas). 177,476,691 256,272,061 4d 30.7 
ay en eae 47,758,215 61,037,393 4d 21.8 
bode OL re ee ee 141,594,526 194,941,797  d 27.4 
I, NI ooo okie ded ccewide tide ss 366,829,432 512,251,251 28.4 
Net Railway Operating Income: 
pS a ee 32,716,031 21,693,144 59.8 
BOUTON WistHiat. ov... cieeccccsseeed 6,198,814 3,797,340 63.2 
WOMUSTT TUIBETICE 5 oo... o cc cccciesd esas 27,683,192 25,378,218 6.7 
MIRO NO Biche cconlswwde stanntew's orate 65,998,037 50,868,702 29.7 
Average 
No. of Roads Mileage 


— Represented 


Sastern District (including Pocahontas)....... 64,369.59 
eS ee ey eee ere roe 31 38,452.68 
NOMINEES... icles rg /ciaiignsiomnldbleaiorcmarscaioee 83 131,799.76 
SUE MEI So 5 5. ios crainile-acdiahoeienw micas oilers 196 234,622.03 


NOTE: Foregoing excludes the following roads not yet reporting: 
Detroit, Toledo & Ironton; Detroit & Toledo Shore Line; Pittsburg & 
Shawmut; Kansas City Terminal; Kansas, Oklahoma & Gulf. 





ST. L. S. F. NOTES 


The St. Louis, San Francisco & Texas Railway Company 
has been authorized by the Commission to issue two promissory 
notes, one under. date of January 1, 1921, for $186,941.71, and 
the other under date of September 1, 1921, for $98,045.76, each 
to be payable on demand to the St. Louis-San Francisco Railway 
Company or order, and to be delivered to that company in 
respect of expenditures for certain additions and betterments 
to the applicant’s property. The applicant is a subsidiary of 
the St. L.-S. F. The West Tulsa Belt Railway Company, a 
subsidiary of the St. Louis-San Francisco, has been authorized 
by the Commission to issue and deliver to the parent company 
two promissory notes, one for $1,094.23 and the other for $457.62, 
in respect of expenditures for certain additions and bettterments. 
The Fort Worth & Rio Grande, a subsidiary of the St. Louis- 
San Francisco, has been authorized by the Commission to issue 
a promissory note for $92,882.95 to the parent company for 
expenditures for additions and betterments. 
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THE RACQUET CLUB CONFERENCE 


(Memorandum of second conference between a Special Committee 
of Railroad Executives and a Transportation Committee of Agri- 
culture and Industry, held at the Racquet Club, Washington, D. C., 
December 9, 1921.) 


The participants in the conference were: 
RAILROAD EXECUTIVES. 


W. W. Atterbury, Chairman, Special Committee of Railroad Execu- 
tives, Pennsylvania Railroad, Philadelphia. , 3 

Howard Elliott, Special Committee of Railroad Executives, Northern 
Pacific Railroad, New York. ’ ¥ 

W. B. Storey, Special Committee of Railroad Executives, Santa Fe 
Railroad, New York. , 

W. J. Harahan, Special Committee of Railroad Executives, Chesa- 
peake & Ohio Railway Co., New York. ‘ é 

R. S. Binkert, Assistant to Chairman, Assn. of Railway Executives, 
61 Broadway, New York. 

AGRICULTURAL REPRESENTATIVES. 

J. R. Howard, President, American Farm Bureau Federation, 58 East 
Washington Street, Chicago, Ill. 

Gray Silver, Washington Representative, American Farm Bureau 
Federation, Munsey Building. Washington, D. C. ; 

O. E. Bradfute, Chairman, Legislative Committee, American Farm 
Bureau Federation, 58 E. Washington Street, Chicago. | 

H. C. McKenzie, member, Legislative Committee, American Farm 
Bureau Federation, Walton, N. Y. 

Ralph Snyder, member, Legislative Committee, American Farm Bureau 
Federation, Oscaloosa, Kansas. ; 

T. O. Atkeson, Legislative Representative, National Grange, National 
Bank of Washington Building, Washington, D. C. é 

W. I. Drummond, Chairman, Board of Governors, International. Farm 


Congress. 
INDUSTRIAL REPRESENTATIVES. 
Automobiles. . 
A. J. Brosseau, National Automobile Chamber of Commerce, 366 Mad- 
ison Avenue, New York City. 
J. S. Marvin, National Automobile Chamber of Commerce, 366 Mad- 
ison Avenue, New York City. 
Coal. 
John Callahan, Traffic Manager, National Coal Association, Commer- 
cial Bank Building, Washington, D. C. 
Construction. 
Ernest T. Trigg, National Federation of Construction Industries, 322 
Race Street, Philadelphia, Pa. 
R. C. Marshall. Associated General Contractors of America, Munsey 
Building, Washington, D. C. 
Iron and Steel. 
Cc. E. Bement. Novo Engine Co., Lansing, Mich. 
J. A. Campbell, Youngstown Sheet and Tube Co., Youngstown, Ohio. 
Lumber. 
Charles Hill, General Sales Manager, Southern Pine Sales Corporation, 
1236 Woolworth Building, New York City. 


A. B. Hammond, Hammond Lumber Co., 260 California Street, San 
Francisco, Calif. 
J. H. Browne, Pacific Lumber Co., 522 Fifth Avenue, New York City. 
Implements. 
R. Todd, National Association of Implement Manufacturers, Deere 
& Co., Moline, Il. 


Railway Supplies. 

A. B. Johnson, President, Railway Business Association, Liberty 
Building, Philadelphia, Pa. . 

Frank W. Noxon,’ Secretary, Railway Business Association, Liberty 
Building, Philadelphia, Pa. 

Miscellaneous Industries. 

J. H. DeFrees, President, U. S. Chamber of Commerce, 10 South La 
Salle Street, Chicago, II. 

George A. Post, Chairman, Railroad Committee, U. S. Chamber of 
Commerce, 7 Dey Street, New York City. 

John L. Lovett, Michigan Manufacturers’ Association, Detroit, Mich. 

W. H. Chandler, President, National Industrial Traffic League, 1207 
Conway —s Chicago, IIl. 

Joseph H. eek, Executive Secretary, National Industrial Traffic 
League, Chicago, III. 

James A. Emery, Counsel. National Association of Manufacturers, 
Union Trust Building, Washington, D. C. 


The conference was called to order at 10:30 a. m., Mr. James 
A. Campbell acting as chairman in the absence of Mr. J. R. 
Howard. 

In continuation of the prior conference of September 21, Mr. 
W. W. Atterbury, as Chairman of the Special Committee of 
Railroad Executives, presented the report of said committee to 
the conference, which report is hereto attached. 


In response to the request of the Special Committee of Rail- 
road Executives, contained in their report, that representative 
shippers present bring legitimate representatives to the Rail- 
road Labor Board in the matter of wage adjustments through 
representatives’ appearance before said board, the following reso- 
lution was adopted unanimously by the conference: 


Resolved. That the shippers present pledge themselves to ener- 
getically support the carriers in obtaining an adjustment of wages to 
the economic level of wages prevailing in other lines of industry, with 
the understanding that, concurrently with such reductions in wages, 
the benefit of the reduction thus obtained shall be in a manner 
approved by the Interstate Commerce Commission passed on to the 
public in the reduction of existing railroad rates, except in so far as 
such reductions in rates shall.be made in the meantime. 


The Special Committee of Railroad Executives then ‘re- 
quested discussion of the Capper Bill, S.1150, and the opposi- 
tion of the conference thereto. Disapproval of the measure 
being expressed by all save the agricultural representatives, the 
latter, together with the railroad executives, were requested to 
confer at luncheon and report back to the conference such con- 
clusions, if any, as were reached by them. This procedure was 
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agreed to by the agricultural representatives and the Special 
Committee of Railroad Executives. 

A discussion then followed as to the operation of the Rail- 
road Labor Board, and what, if any, suggestions were to be made 
with respect to its future operation. The question was likewise 
raised as to whether or not some effort should be made to secure 
the presence of the Railroad Labor Board during the approach- 
ing rate hearings of the Interstate Commerce Commission. No 
motion was offered, since the sentiment expressed indicated the 
opinion that the presence of the Railroad Labor Board during 
said hearings, if secured, might result in serious delays in the 
disposition of the important questions pending before the Labor 
Board. 

Mr. Howard was then asked to report the results of the con- 
ference between the railroad executives and the farming repre- 
sentatives, held at noon. 

He reported as being present at this conference: 


General W. W. Atterbury, Chairman, Special Committee of Rail- 
road Executives. 

Howard Elliott, Special Committee of Railroad Executives. 

W. B. Storey, Special Committee of Railroad Executives. 

W. J. Harahan, President, Chesapeake & Ohio Railway. 

R. S. Binkerd, Assistant to Chairman, Association of Railway 
Ixecutives. 

J. R. Howard, President, American Farm Bureau Federation. 

Gray Silver, American Farm Bureau Federation. 

O. E. Bradfute, American Farm Bureau Federation. 

H. O. McKenzie, American Farm Bureau Federation. 

Ralph Snyder, American Farm Bureau Federation. 

T. C. Atkeson, Secretary, The National Grange. 

W. I. Drummond, Chairman, International Farm Congress. 


Mr. Howard stated that, after a discussion, the above repre- 
sentatives of farm organizations unanimously agreed that they 
did not desire to amend section 15-a of the transportation act 
in any particular, except to remove the proviso in paragraph 
(3), reading as follows: 


Provided, That during the two years beginning March 1, 1920, 
the Commission shall take as such fair return a sum equal to 5% 
per cent of such aggregate value, but may, in its discretion, add 
thereto a sum not exceeding one-half of one per cent of such ag- 
gregate value to make provision in whole or in part for improve- 
ments, betterments or equipment, which, according to the account- 
ing — prescribed by the Commission, are chargeable to capital 
account. 


With respect to the power of state authorities over intra- 
state rates, they agreed that they did not desire to take away 
from the Interstate Commerce Commission whatever authority 
is now vested in it with regard to setting aside intrastate rates, 
which discriminate against interstate commerce, and also that 
they did not desire to remove from the jurisdiction of the Inter- 
state Commerce Commission the questions connected with car 
service, but that, subject to these two reservations, they did 
desire what would be practically a redrafting of section 6 of 
the Capper bill, so as to reaffirm the local functions of state 
commissions. 

General Atterbury’s committee accepted this compromise; 
with the understanding that the general counsel of the Asso- 
ciation of Railway Executives would get in touch with Mr. Gray 
Silver, legislative agent of the American Farm Bureau Federa- 
tion, Dr. T. C. Atkeson, secretary of the National Grange, and 
Mr. James A. Emery, in order to arrive at a revision of the 
Capper bill along the lines above indicated. 

It was moved, seconded and carried, that the report be ap- 
proved, and when an agreement has been finally reached be- 
tween those appointed to redraft the bill, this conference sup- 
port the bill as amended and give whatever aid it can in secur- 
ing the passage of the bill. 

Referring again to the United States Railroad Labor Board, 
Mr. Howard expressed his views on the matter, which were 
along the lines of those expressed by Mr. Campbell, except that 
Mr. Howard’s suggestion would make it a public offense for a 
strike order to be issued before any dispute between the train 
service organizations and the railroads had been heard and 
decided upon by the Interstate Commerce Commission, either 
as now constituted or by the addition of new members. The 
relations of all other employes other than train service. men 
would have to be handled directly between the representatives 
of those employes and the individual managements. 

Mr. Emery outlined the true functions of the Labor Board 
and stated that in many of its decisions it had gone outside of 
those functions, especially when it laid down certain principles 
upon which agreements should be negotiated between the rail- 
road employes and the managements. 

He stated that the Board is so organized and operated that 
it is easily overwhelmed with a great deal of trivial disagree- 
ments which are manufactured into causes for the Board’s in- 
tervention. 

It was suggested that a committee of seven members be 
appointed, of which Mr. Campbell should be one, Mr. Emery act- 
ing as counsel, which committee would represent the conference 
in its negotiations with the railroad executives, reporting back 
to the full conference for final action. 

This was unanimously agreed to, and Mr. Campbell as chair- 
man requested to appoint such committees, to be known as the 
executive committee. 
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The committee as appointed consists of: 


J. R. Howard, representing agriculture. 

S. J. Lowell, representing agriculture. 

Charles Hill, representing lumber. 

Ernest Trigg, representing building construction. 
J. D. A. Morrow, representing fuel. 

F. R. Todd, representing manufacture. 

J. A. Campbell, representing steel. 

J. A. Emery, Counsel of the Committee. 


The question was then raised as to what public statement, if 
any, should be made with respect to the organization and opera- 
tion of this conference. Upon motion thereafter duly made and 
seconded, Mr. Emery was authorized and directed to make, in 
his discretion, a public statement with respect to the organiza- 
tion of the committee and the progress of their conference. 

There being no further business, the meeting adjourned, 
subject to the call of the executive committee. 


Address by General Atterbury Before Conference With Agricul- 
tural and Industrial Representatives at Washington, De- 
cember 9, 1921 


The first meeting of this conference was held in New York City, 
on September 21st. It was then planned to hold another session in 
October, but the exigencies of the strike situation and the summoning 
of the executives to Chicago before the Labor Board made a post- 
ponement inevitable. During the month of November the National 
Grange and the American Farm Bureau Federation and other or- 
ganizations have been holding their national meetings, so that today 
was the first convenient date on which the conference could be 
reassembled. é : 

Since the conference first met, the railway executives have taken 
steps to bring the labor cost of railway operation again to a head, 
and at their meeting in Chicago on October 14th gave their promise 
that they would turn over to the public in reduced rates the bene- 
fit of such reductions in wages as they can now obtain. 

At their meeting in New York, on November 16th, they reaffirmed 
this action, and as_an earnest of their desire and intention to 
reduce rates they offered a voluntary 10 per cent reduction in the 
rates on practically all important farm products all over the coun- 
try. Permission to make this reduction has been granted by the 
Interstate Commerce Commission, the sechedules are now in prepara- 
tion, and I understand that they will be filed, effective as of Janu- 
ary Ist. 

Y his reduction is for an experimental period of six months, well 
within which time it is hoped that the reduction in wages now 
being aimed at will be obtained, in which case this reduction in 
rates will be permanent. ‘ 

The carriers in Eastern and Western territory generally gave 
the necessary thirty days’ notice to their employes of a desire to 
confer over a reduction of wages, on or about November 15th. In 
Southeastern and Southwestern territory I understand that this 
notice was given at various dates between November 15th and 
December ist. In any event, at varying dates after December 15th, 
the carriers will be in a position, with. due orderly procedure, 
to confer with their employes, and, in_the case of disagreement, 
to certify controversies with the Labor Board asking a further re- 
duction in basic wages, 


With regard to men employed in train and yard service, the 
effort will be to get back at least to the wages which existed prior 
to the increase of July 20, 1920, and in other classes of labor to get 
back to the now prevailing rates of pay for such labor in the dif- 
ferent parts of the country. The reductions will probably not be 
uniform in each section, and any estimate of their aggregate cannot 
be wholly accurate, but it is assumed that if the Labor Board grants 
what the managements are now asking, it would result in a re- 
duction of the payroll amounting to something between three hun- 
dred and four hundred million dollars. The public has a right to 
expect the railway executives to give it a leadership as to the way 
out from the present vicious circle of the high cost of operation, 
high rates and high cost of living. This the executives are en- 
deavoring to do fully and in an orderly and lawful manner. 


They feel that they haveenow brought the situation to a point 
where we can profitably discuss concrete steps of co-operation. 

In the first place, of course, they desire your co-operation in 
bringing legitimate pressure to bear upon the Labor Board for the 
pending reduction in wages. Section 307 of the Transportation Act 
requires the Labor Board in fixing wages to take into account not 
only the cost of living, wages in other industries, and_ the degree 
of skill or hazard involved in various lines of railroad work, but 
also “other relevant circumstances.’ Among the most relevant. of 
these circumstances the executives feel to be the fact. that the 
agriculture and industry of this country cannot and should not 
be required to go on paying the present rates for transportation 
made necessary by abnormally high costs, but in pressing this con- 
sideration on the attention of the Labor Board they must necessarily 
rely to a very large extent upon the agricultural and business. in- 
terests speaking for themselves and pressing this point home. - ; 

There are other lines along which profitable co-operation in 
reducing transportation costs should be. given. There are so-called 
Full Crew Laws in some twelve or fifteen states’ which do- not 
permit railroads to handle their traffic in heavy train loads. There 
are numerous laws in almost all states, and differing even in ad- 
joining states, with regard to Head-lights, construction of cars, and 
many other details which hamper executives in getting the highest 
efficiency out of the tools of transportation, and which necessarily 
add to the cost and complexity of railway management. We hope 
that you will favor joining hands with us in some general campaign 
to get rid of this costly and demoralizing legislation. 

On December 14th a hearing will open before the_ Interstate 
Commerce Commission on an inquiry to determine whether or not 
the railroads can be reasonably required to make any further re- 
ductions in rates without compensating reductions in their operat- 
ing expenses. In connection with those hearings, we would like to 
have your support for our fundamental position that reductions in 
rates and reductions in expenses should go hand in hand. 

In Congress the railroads are faced with the so-called “Capper 
Bill,” which proposes to strike out the so-called 5% or 6 per cent 
rate-making provision, and to restore to the state authorities an‘ un- 
controlled power of fixing intrastate rates which may conflict with 
and_be discriminatory against interstate rates. ‘ 

With regard to the first of the two objects of the Capper Bill, 
I need only remind you that the so-called 5% or 6 per cent pro- 
vision of the Transportation Act expires on March 1, 1922, and 
has, therefore, hardly three months to run. Thereafter, the Inter- 
state Commerce Commission will from time to time, after due 
investigation, set the level of what ought to be aimed at as a rea- 
sonable return on railway capital. The railroads have not earned 
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this 5% or 6 per cent for any year sincé the resumption of private 
control,, nor have they stood upon their right to earn it before at- 
tempting to meet the justifiable demands for relief from those who 
pay railroad rates. We hope, therefore, that you will agree with 
us that there is no necessity for, and nothing to be gained by, a 
repeal of this provision which will automatically expire in less than 
three months. 

With regard to taking away from the Interstate Commerce Com- 
mission the right to set aside intrastate rates which discriminate 
against interstate rates and interstate commerce, we feel that this 
attempt, if successful, makes an end of the possibility of responsible 
regulation. 1t means returning the railroads to the irresponsible 
conditions which obtained before the war, with forty-nine separate 
and uncontrolled authorities hacking away at their revenues without 
taking any responsibilty for the final result. In the long run we think 
the shippers of the country would be just as badly off as the railroads 
from any restoration of these conditions, and we would like your 
support in opposing the effort to get us back into those conditions. 

There also seems to be at least one defect in the provisions made 
by the transportation act, which is obvious, and that is the entire 
separation of the responsibility for income, as determined by rates 
through the Interstate Commerce Commission, and the responsibility 
for outgo, as determined by wages and working conditions by_ the 
United States Railroad Labor Board. This recognition has been 
spontaneous and general throughout the country. Some change in this 
situation will have to be made within some reasonable time. We are 
not prepared at the moment to say what we think it should be, but 
we do desire your help in spreading the idea that this obvious defect 
should be remedied, and we would like very much to get your ideas 
as to what the best remedy would be. We, of. course, are not only 
willing, but anxious to fight out this pending wage controversy with 
the constituted authorities as they now exist, and are not desirous 
of complicating that with suggestions for change. Nevertheless, the 
time when some change must be made may be near at hand, and we 
would ask your earnest consideration of whether or not any national 
regulation of the wages and working conditions of all kinds of rail- 
way labor can be instituted which would not have the inevitable result 
of artificially standardizing upward the rates of pay and working con- 
ditions of railroad employes. 

If it be true that no form of national regulation of wages and 
working conditions can be devised which is free from this fundamental 
effect, then it seems to me we should try to find some method 
whereby, when genuine disputes come to a head, there can be a 
peaceful and orderly method of attempting an appeal to reason and 
justice before we come to the possibility of an organized strike. 

In conclusion, I wish to express on behalf of all of the executives 
their appreciation of the spirit of good-will and co-operation with 
which you have met us. We are trying to find a way out of present 
difficulties, in which we bear our burden and make our sacrifice just 
as much as any other interest, and in which we do not try to bring 
ourselves out whole by a process other than one which will help to 
bring agriculture and industry out whole. At the same time, we 
want to urge you to bear in mind that there is an enormous public 
interest in the restoration of the earning power of the railroads. The 
railroads are the biggest single industry in the country. They rep- 
resent about a third of the iron and.coal industry and to be in a 
position where they can demand credit for new cars and locomotives 
and for ektensions and improvements and making up deferred main- 
tenance would in itself go a considerable distance toward restoring 
normal business activity. And, unless the railroads do get their earning 
power back with reasonable promptness, they will not be able to make 
up their deferred maintenance, buy new cars and locomotives, and 
make other improvements essential to their being able to meet the 
traffic of the country when business again comes at full tide. 


CUNARD LINE DEVELOPMENTS 


Important announcements concerning greatly extended serv- 
ices and new ships in commission, are made by the Cunard 
Company. Six big new oil-burning liners, of an aggregate tonnaze 
of over 100,000, will form the basis for the renewal in the early 
spring of services that have lapsed since the war, owing to 
lack of vessels to maintain them. The three biggest ships of 
the fleet will by that time all burn oil fuel. 

Of particular importance and interest is the resumption of 
the direct services between the U. S. and Canada. This serv- 
ice, before the war, consisted of ships carrying cabin and third 
class passengers only, but the idea has been perfected and 
the Canadian service will now contain ships of three different 
types, appealing to all types of traveler. The Liverpool, Queens- 
town, Quebec, Montreal ‘service will be maintained by the 
“Tyrrhenia” of 17,000 tons, carrying first, second and third class 
passengers; the “Ausonia” of 15,000 tons, carrying cabin and 
third class, and the “Albania” of 13,000 tons, carrying cabin 
passengers only. To the London-Canada service the “Andania” 
and “Antonia” have been allocated, both of them of 15,000 tons 
and carrying cabin and third class passengers. Passengers in 
this service all embark at Southampton, and the ships call at 
Cherbourg westbound to embark continental passengers, and at 
Plymouth and Cherbourg eastbound. 

All these ships have been designed specially for the Cana- 
dian trade and can carry a big quaitity of cargo, in addition to 
a large number of passengers. Like all new Cunarders, they 
burn oil fuel and are fitted with turbines of the double reduction 
geared type. 

The route between Liverpool, Queenstown and Boston will 
be reopened by the “Laconia” of 20,000 tons, which carries three 
classes of passengers. She is practically a sister-ship to the 
“Scythia.” 

The Liverpool, Queenstown, New York service will be 
strengthened by the inclusion of the “Samaria,” another sister- 
ship to the “Scythia,” and there will be practically a weekly 
Sailing from the Mersey to New York. 

The continental service from Hamburg to New York, hith- 
erto carried out by the “Saxonia,” will include also the ‘‘Caronia” 
of 20,000 tons, which is at present engaged in Mediterranean 
cruises. 


Pride of place, however, will doubtless go to the express 
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service from Southampton and Cherbourg'to New York. By 
the early spring the “Berengaria,” 52,000 tons, and the “Maure- 
tania,” 31,000 tons, will have been converted to oil-fuel burning, 
and, with the ‘“Aquitania,”’ 46,000 tons, will ‘carry out a weekly 
service from the Hampshire port. 

Prior to the opening of the St. Lawrence for navigation 
various ships will call at Halifax, N. S. 

In addition to the new ships already mentioned, five other 
vessels are under construction. A striking feature of this new 
fleet is that each ship possesses only one funnel, enabling more 
accommodation to be devoted to passengers. 


TONNAGE IN AMERICAN SHIPS 


The Traffic World Washington Bureau 


An analysis of tonnage carried by American ships in the 
foreign trade of the United States, by E. S. Gregg, chief of the 
transportation division of the Department of Commerce, in the 
first ten months of 1921, shows that the percentage of foreigu 
trade between the United Kingdom and the Atlantic coast of 
the United States carried by: American ships fluctuated between 
fifty-five per cent in June and fifteen per cent in October. Mr. 
Gregg said: 


In general, a better showing was made by exports than by im- 
ports on this trade route. In trade between the United Kingdom and 
the Gulf region, the share of American ships reached its lowest point 
in October, when it amounted to only eleven per cent, as compared 
with 31 per cent in July. United Kingdom-Pacific Coast trade was 
divided between American and foreign ships on a thirty-three and 
sixty-seven per cent. basis for the 10-month period. The month-to- 
month percentages for imports and exports show a very wide and er- 
ratic fluctuation in the division of traffic between American and for- 
eign ships. In August American ships carried none of the imports and 
twenty-nine per cent of the exports, while in July they carried one 
hundred per cent of the imports and forty-five per cent of the exports. 

On the basis of 10 months’ trade between Atlantic Europe and 
the Atlantic ports of this country, American ships carried forty per 
cent of the cargo and foreign ships sixty per cent. During April 
American ships carried fifty-two per cent, and in October twenty- 
seven per cent. In general, there is a tendency for the proportion of 
cargo carried by American ships on this trade route to decline. 

The month-to-month fluctuation in the relative position of Ameri- 
can and foreign vessels in the trade between Pacific Coast and At- 
lantic Europe is extreme. On the whole, foreign ships have decidedly 
the best of it here, having carried all the incoming and outgoing cargo 
in March, May, June, July, and October. In April, however, Ameri- 
can ships carried sixty-four per cent of the trade in both directions, 
and in September they carried all of the imports. Percentages for the 
10 months taken together give American ships seventeen per cent and 
foreign ships eighty-three per cent of the traffic. 

Atlantic Europe-Gulf Coast trade was carried thirty-two per cent 
- 4 ships flying the American flag and sixty-eight per cent by foreign 
ships. 

The trade between the Atlantic Coast of the United States and 
the Mediterranean constituted almost three-fourths of the total vol- 
ume of our trade with that region. The cargo’ moving on this route 
was divided between American and foreign ships on-a basis which did 
not fluctuate very widely from month to month. American vessels 
made their best record in March, with twenty-six per cent, as against 
twenty-three per cent for the 10 months as a whole. A tendency for 
the share carried by foreign ships to increase is observable. 

_ Mediterranean-Gulf Coast trade was carried largely in foreign 
ships during the 10 months covered in this survey. All of the imports 
were so carried and eighty-seven per cent of the exports. 

Pacific Coast trade with the Mediterranean is very small. In Jan- 
uary, July, August, and September no shipments in either direction 


are recorded. Percentages, therefore, are not very significant for 
this region. 


AMERICAN SHIPPING DEVELOPMENT 


The Trafic World Washington Bureau 


Definite steps are being taken by many branches of the gov- 
ernment to aid in the development of adequate shipping under 
the American flag, the National Merchant Marine Association 
said in a statement issued January 3. It pointed to the action 
of Congress in passing the Russian relief bill requiring the grain 
to be carried to Russia in American bottoms. It said: 


This action establishes a precedent which, it is believed, will be 
followed by Congress in future cases of shipments for the account of 
the government. Nearly a hundred vessels will be used in carrying 
the grain to Russia and this will furnish employment for a large 
number of idle American seamen. 

Another step has just been taken which will aid further in the de- 
velopment of American shipping. Within the past few months a num- 
ber of cases have been reported of representatives of the government 
using foreign vessels when traveling on government business, although 
American liners of the requisite speed, equipment and frequency of 
Sailings have been available. 

_The association has taken this matter up with the heads of the 
various government departments, pointing out that, with the govern- 
ment seeking at great cost to develop an adequate merchant marine, 
the use of foreign vessels by American officials not only increases the 
difficulty of the task by the diversion of money to our competitors, 
but furnishes a bad example for the public, whose support of Ameri- 
can flag shipping is sought. The suggestion that the government de- 
partments take steps to prevent the practice referred to has met with 
gratifying response, President Harding’s cabinet officers agreeing 
that everything possible should be done towards aiding in the expan- 
sion of American passenger service. 

SE as ee 


OCEAN FREIGHT RATE CHANGES 
“Changes in ocean freight rates during December were un- 
important as compared with those which have occurred in the 
last few mcnths,” said the Federal Reserve Board in its review 
of business conditions in that month. “In spite of some reduc- 
tions a number of trades, including the Far East, rates were in 
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general firmer than for some time past. The charter market 
displayed little activity, and while a few vessels were chartered 
at figures representing concessions below quotations in the pre- 
vious month, there was nothing approaching a general decline 
during December. Taking the year as a whole, the shipping in- 
dustry has been passing through a most difficult period, in which 
many of the weaker operators have been forced to go out of 
business, and in which, as a result of greatly reduced freight 
rates, smaller available cargoes, and continued high costs of op- 
eration, very few companies have been able to make a satisfac- 
tory showing. This condition has been world-wide, although 
American companies have felt in special degree the handicap of 
a higher scale of wages than their foreign competitors have 
been obliged to pay.” 


SCRAPPING OF WOODEN SHIPS 
The Trafic World Washington Bureau 


J. W. Powell, president of the Emergency Fleet Corporation, 
has announced that the trustees of the Emergency Fleet Corpora- 
tion have entered into contracts for the dismantling and scrapping 
of 12 wooden vessels now laid up in the James River. The 
following companies have been awarded two wooden vessels 
each: Chesapeake Construction and Engineering Company, 
Washington, D. C.; Henry A. Hitner’s Sons’ Company, Phila- 
delphia, Pa.; William J. Breen & Co., Boston, Mass.; Charles A, 
Jording, Baltimore, Md.; Boston Iron and Metals Company, Balti- 
more, Md.; The Sales Corporation, Richmond, Va. 

“By the terms of the contracts, prepared and approved by 
the general counsel for the Emergency Fleet Corporation, the 
above named firms agree to pay all expenses involved in the 
dismantling and scrapping of the vessels; to pay the Emergency 
Fleet Corporation $1,000 per boat and to pay it 50 per cent of 
all net profits above $1,000,” Mr. Powell said. 

“It is also understood that the contractors are to dispose of 
all hulls in such manner that they cannot be employed again 
for transportation purposes. 

“The dismantling and scrapping of these vessels are solely 
for experimental purposes, and these contractors are to furnish 
a bond of $10,000 within 10 days, to severally execute all neces- 
sary instruments that the general counsel of the Emergency 
Flet Corporation may advise, and to perform all such other acts 
as are necessary and proper to carry into effect the intent of 
the resolution adopted by the board of trustees.” 


REDUCTIONS TO WEST AFRICA 
The Trafic World Washington Bureau 


A. H. Bull and Company, of New York, have announced that 
extensive plans have been made for improving the Bull Line serv- 
ice between New York and West African ports, it having devel- 
oped that rates for all classes of merchandise from Northern Eu- 
rope and United Kingdom ports to West Africa were materially 
lower than those from New York to West Africa. 

Therefore, in order to develop this trade and place American 
merchants on a better export basis, a material reduction in rates 
will be made by the Bull Line, the company said: 

There will be at least one regular departure monthly from 
New York, calling at the principal West African ports. These 
steamers will depart on schedule dates, in accordance with the 
policy outlined some time ago by the Emergency Fleet Corpora- 
tion. 

W. J. Love, vice president of the Emergency Fleet Corpora- 
tion, said he could not tell what the percentage amount of the re. 
ductions to be made by the Bull Line in ocean freight rates from 
New York to West African ports would be. He said the rates 
were being worked out and that the reductions probably would 
range around 20 or 25 per cent. He said the idea was to 
bring them substantially in line with the rates from Northern Eu- 
rope and United Kingdom ports to West African ports, and thus 
enable the American line to compete with foreign lines in the 
service to the African ports. 


SERVICE, GULF TO LIVERPOOL 


The Trafic World Washington Bureau 


W. J. Love, vice-president in charge of traffic. Fmergency 
Fleet Corporation, has announced that arrangements have been 
completed by which materially improved service will be given 
to cotton shippers and other exporters from Gulf ports to Liver- 
pool, England. 

“Commencing January 13, 1922. there will he a sailing every 
two weeks from Galveston, Texas, of Shipping Board vessels op- 
erated by Sgitcovich & Co., and commencing January 30, 1922, 
there will be a sailing every two weeks from New Orleans of 
Shipping Board vessels operated by Trosdal, Plant & Lafonta,” 
said he. 

“These steamers will sail on schedule dates in accordance 
with best commercial practice, and ships best adapted for the 
trade will be placed in the service. This arranseement means the 
disappearance of the constant complaints of Southern shippers 
against delay in loading and irregularity of departures.” 




















Operators of Shipping Board vessels have been authorized 
by the Emergency Fleet Corporation to book cotton cargoes 
from Gulf ports to Liverpool at 74% cents per 100 pounds less 
than privately owned vessels rated as class I ships. The rea- 
son for this change was that Shipping Board vessels are rated 
as class II ships, which results in a higher charge for insur- 
ance. These vessels, therefore, were at a disadvantage in 
competing with class I ships. The lines in the Gulf conference 
agreed to the change made by the Fleet Corporation, according 
to W. J. Love, vice-president in charge of traffic. 


EGYPTIAN COTTON TRAFFIC 
The Trafic World Washington Bureau 


“Indications are that the first American steamer, under the 
new agreement between the Liverpool Liners and the Emergency 
Fleet Corporation, will shortly sail from Alexandria, Egypt, for 
Boston, with 10,000 bales of Egyptian cotton,” said W. J. Love, 
— of the Emergency Fleet Corporation in charge of 
traffic. 

“This is the largest shipment of Egyptian cotton ever brought 
from Alexandria to the United States in an American bottom, and 
is ample evidence of the value of this important agreement.” 

The agreement with respect to the Egyptian cotton traffic 
being divided between the British liners and the Shipping Board 
was announced recently by Mr. Love after long negotiations on 
the subject. 


PACIFIC COAST COMPANY APPROVED 


The Trafic World Washington Bureau 


President Harding and the Shipping Board have approved 
a proposal of Pacific coast interests to form a large company 
to buy government vessels in operation from Pacific coast ports. 
A. D. Lasker, chairman of the board, set forth the views of the 
board on the subject in a telegram to the presidents of the 
Chambers of Commerce of the cities of San Francisco, Portland, 
Seattle, Tacoma, Los Angeles, San Diego and Oakland, and 
urged them to participate in a meeting to be called for considera- 
tion of the project. The telegram follows: 


At a recent conference in Washington with operators of the gov- 
ernment 5-35 type ships on Pacific coast, the idea was developed 
to form a large company on the Pacific coast, the stock of which 
should be as widely distributed as possible among the people of the 
Pacific coast states, which company in turn should acquire from the 
government such ships as it needed and as the government might 
properly be able to furnish to adequately care for the facilities of all 
the Pacific coast ports. The Shipping Board heartily favors the idea, 
believing that if the United States is to occupy its proper place on the 
Pacific, it is necessary, in addition to such government aid as is now 
provided by law or may be further provided, that success can only 
be insured through a popularly owned, popularly financed, privatelv 
operated, large corporation that shall represent all the interests and 
all the ports of the Pacific coast states, in order that co-operation 
between all the ports may be assured, so that the United States may 
present a united effort in the development of the Pacific. 
Harding knows of and approves the tentative plan. 

The companies consulted suggested that Mr. Herbert Fleisch- 
hacker of San Francisco be requested to call a meeting of the re- 
spective chambers of commerce of all the Pacific ports, and in this 
the Shipping Board concurred and covered with Mr. Fleischhacker 
what it had in view in order that he in turn might communicate on 
the ground with the various chambers so that the whole matter 
might be thoroughly discussed. It is not the Shipping Board’s idea to 
favor one port as against another, but rather to use its assets and 
its good offices to bring all the ports of the Pacific coast together 
in a concerted effort to develop each port to its utmost possibilities in 
the interests of the whole. The Shipping Board feels that if all the 
people of the Pacific coast are united in one great company that can 
acquire not only the government’s ships needed, but also build such 
new ships as are necessary and with ample capital to finance opera- 
tions, the Pacific ports of the United States can be developed as in 
no other way. On behalf of the Shipping Board I urge that your 
chamber be represented at the meeting when called, in order that 
after general discussion the Shipping Board may get the benefit of 
the matched minds of all the Pacific coast on the board’s ardent 
desire to develop the coast and its ports. 


RAILROAD-STEAMSHIP CONTRACTS 


The Trafic World Washington Bureau 


With the exception of the Great Northern and the Chicago, 
Milwaukee & St. Paul, the railroads having agreements or con- 
tracts with foreign steamship companies have advised the Ship- 
ping Board that it will be agreeable to them to abrogate the 
agreements. The representatives of the companies which have 
assented to abrogation of the agreements indicated that their 
companies would be willing to terminate them when the hear- 
ing on the railroad-steamship contracts was held before a divi- 
sion of the board recently. These lines serve Atlantic and Gulf 
ports. 

The Shipping Board had asked for an expression, not later 
than December 31, from the companies as to their position with 
regard to the contracts. After that date, and in the absence of 
agreement with the board’s desire that the agreements be abro- 
gated, it was indicated by the board, action might be taken to 
compel the lines to cancel the contracts. 


President 





No statement has been obtained from the board thus far 


as to just what power it has under the shipping act and the 
merchant marine act to compel: cancellation of such contracts. 
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The admiralty counsel for the board has been making a study 
of the subject. 

The board has heard from interests in the port of Seattle 
which have protested against abrogation of the contracts or 
agreements the Great Northern and the Chicago, Milwaukee & 
St. Paul have with the principal Japanese lines operating in 
and out of Seattle, but the board, it is understood, has replied 
to the effect that American service out of the Puget Sound 
ports to the Orient can not be maintained in the face of con- 
tracts such as the two transcontinental have with the Japanese 
lines. 


CANADIAN MARKING REGULATIONS 


The regulations of the Canadian department of customs and 
excise, covering the marking of goods imported into Canada 
(Traffic World December 24, p, 1324,) have received a second re- 
vision, under date of December 19. The revision of that date is 
identified as file 105,248. There has been no change in that part 
of the regulation allowing the use of either French or English. 
The change that probably will be of most interest to American 
exporters is that in section 13, which makes it sufficient for an 
American to give the name of the place and the state in which 
he does his producing or manufacturing. As amended, the reg- 
ulation is as follows: 


13. The name of a manufacturer or his trademark accompanied 
by the name of the country or a place in a province, state or other 
division of a country where the goods have been manufactured or pro- 
duced will be accepted as sufficient indication of the country of origin. 


GOVERNMENT SHIP DAMAGE CASES 


The United States Supreme Court has sustained the con- 
tention of the Department of Justice in several cases involving 
actions for damages caused by vessels owned by the govern- 
ment or under control of the government for war purposes that 
such vessels were in the same class as regular ships of the army 
and navy which carry with them immunity of sovereignty. The 
ruling was made.in No. 21, Original, No. 22, Original, and No. 
23, Original, the name of the steamships involved being Western 
Maid, Liberty, and Carolinian. The decision of the court will 
save the government many million dollars, Attorney-General 
Daugherty said. There were several hundred similar cases 
brought against the government. 


NEW YORK-PACIFIC COAST SERVICE 


The Pacific Mail Steamship Company announces the inaug- 
uration of a regular freight and passenger service between New 
York and the Pacific Coast in addition to the service now main- 
tained from Baltimore. The first steamer will be the S. S. 
Venezuela sailing from New York February 8, followed by S. S. 
Santa Ana, February 25, and S. S. Ecuador March 11, calling at 
Los Angeles Harbor and San Francisco. Shipments will also 
be accepted for Oakland, Cal., Portland, Ore., Seattle and Ta- 
coma, Wash, and Vancouver, B. C., with trans-shipment at San 
Francisco but without additional cost to either shipper or con- 
signee. 


AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company, through its 
managing agents, the United American Lines, has issued a state- 
ment showing that out of a total of 78 ships scheduled to saii 
from New York, Boston, and Philadelphia to U. S. Pacific coast 
ports in 1921, 71 sailed on time and only 7 delayed; of the 
latter, 5 were delayed only one.day. Thirty sailings scheduled 
from Boston were carried out without a single delay. The Phil- 
adelphia service was inaugurated in September and up to the 
end of the year 9 sailings had taken place without a delay. There 
were 39 sailings from New York, in which case only 7 ships 
deviated from schedule, as above indicated. This record of reg- 
ularity, the statement points out, is comparable with that of any 
passenger servise. The average voyage time for the New York 
sailings above referred to was 19 days to Los Angeles, 22 days 
to San Francisco, 29 days to Seattle and 35 days to Portland, 
Oregon. In the last six months of the year the average voyage 
time to Los Angeles was 12 days 


SUIT AGAINST SHIPPING BOARD 


The Ship Construction & Trading Corporation, which bid 
$2,100 a ship for the wooden fleet owned by the Shipping Board, 
has brought syit against the board in the Supreme Court of the 
District of Columbia for alleged failure to execute the terms of 
the contract entered into between the board and the corporation. 
The court ordered the board to show cause January 6 why it 
should not execute the contract. The legal department of the 
board has ruled that the bid could not be legally accepted. 








SHIPPERS’ CONFERENCE EXPENSE 


The Shipping Board, through W. J. Love, vice-president 
of the Emergency Fleet Corporation in charge of traffic, has 
Tuled that steamship companies participating in the rate con- 
ferences, which are held from time to time in New York, must 
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bear their share of the cost of maintaining the conferences’ 
offices and clerical help. Mr. Love said the order was made 
because the Shipping Board had been bearing the expense of 
the conferences, and that there was no reason why the par- 
ticipating lines should not share the expense. Mr. Love did 
not agree with reports from New York to the effect that the 
action of the board probably would result in the termination 
of the conferences. 


_ SALE OF HOG ISLAND EQUIPMENT 


The Emergency Fleet Corporation will receive bids on a pri- 
vate competitive basis up to 5 p. m. January 12 on 309 flat cars, 
35 gondola cars, 15 box cars and 7 locomotives at Hog Island and 
Bristol, Pa. The equipment was used by the government in the 
shipbuilding plants at the points named. It will be sold “as is - 
and where is.” 


CUT IN MEXICAN RATES 


The Mexican Government, according to Consul John W. 
Dyer, has equalized freight rates from Juarez to Mexican points 
with rates in effect from other border points, thereby effecting 
a reduction of from 10 to 25 per cent, according to the class 
of merchandise shipped, and enabling shippers and merchants to 
send goods from the United States to Mexico through El] Paso- 
Juarez at the same rates as through other ports. 


NEW WATER ROUTE PLANNED 

Establishment of a direct water route between Chicago and 
Buffalo was indicated, December 30, by .the announcement that 
the Great Lakes Transit Company had taken over dockage and 
warehouse facilities of the Lehigh Valley Line in the Chicago 
business district. The Great Lakes company plans a three-times- 
a-week service between the two cities, operating the 23 vessels 
it now possesses and 10 it plans to purchase before the opening 
of lake navigation. Efforts to make joint rate arrangements 
with the western and southwestern lines will be made. 


REVENUE FREIGHT LOADING 


The Trafic World Washington Bureau 


Class I roads in the quarter ended September 30, 1921, car- 
ried a total of 441,880,704 tons of carload and L. C. L. traffic, as 
compared with a total of 628,045,169 tons in the corresponding 
period of 1920, according to a summary of freight commodity 
statistics issued by the Commission. 

In the third quarter of 1921 the number of carloads was 
12,928,934 and the tonnage 424,454,800, and in the corresponding 
period of 1920 the number of carloads was 17,672,592 and the 
tonnage 603,770,625. 

These figures reflect the marked drop in tonnage carried in 
the third quarter of 1921 as compared with the corresponding 
quarter for 1920. 

By classes of commodities the total revenue freight carried 
in the third quarter of 1921 was as follows: Products of agri- 
culture, 2,449,951 carloads of 59,612,632 tons; animals and prod- 
ucts, 840,295 carloads of 10,378,917 tons; products of mines, 4,813,- 
512 carloads of 233,031,729 tons; products of forests, 1,284,835 
carloads of 33,845,769 tons; manufactured and miscellaneous, 
3,540,701 carloads of 87,585,753 tons. 

Revenue freight loading totaled 665,927 cars in the week 
ended December 24, as compared with 727,003 cars in the pre- 
ceding week, according to the weekly report of the car service 
division of the American Railway Association. In the cor- 
responding weeks of 1920 and 1919, the loadings were 648,406 
and 647,840, respectively. Preparation of the detailed figures 
of the loading of commodities by districts was delayed this 
week on account of late reports by carriers. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The number of surplus cars on line daily increased to 404,- 
214 cars in the period December 15-22 as compared with 371,221 
in the period December 8-15, according to the weekly report of 
the car service division of the American Railway Association. 
The surplus was made up as follows: 

Box, 144,977; ventilated box, 3,998; auto and furniture, 8,720; 
total box, 157.695: flat, 11876; sondola, 139.725: honner, 57.507: 
total, all coal, 197,230; coke, 4,614; S. D. stock, 18,230; D. D. 
stock, 1,833; refrigerator, 5,022; tank, 675; miscellaneous, 7,037; 
total, 404,214. 

The shortage of 222 cars was made up of 104 box, 64 flat, 
17 gondola, 3 hopper, 24 D. D. stock and 10 miscellaneous. 


CARS IN BAD ORDER 


Of 2,291,383 freight cars on line December 15, according to 
figures of the American Railway Association, 308,556, or 13.5 per 
cent, were in bad order as compared with 320,292, or 14 per cent, 
on December 1. 
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. PAYMENT OF PER DIEM RECLAIMS 


The Trafic World Washington Bureau 


..,,Attorneys for the Manufacturers’ Junction Railway, in a 
brief in the second industrial railways case, make the point that 
the Commission, in ordering the trunk lines to quit paying per 
diem reclaims to the junction railway, went beyond the scope of 
its orders of investigation on which hearings were had and that, 
except as to testimony taken since the reopening of. the case in 
October, the junction railway had not had the kind of hearing the 
law intended the Commission to give. They contend that the 
question of the propriety of per diem and per diem reclaims, as a 
method of settling accounts between trunk lines and industrial 
short line common carrier railroads for car use, was not in issue 
in any of the cases created by the investigation orders of the 
Commission and, therefore, it was beyond the power of the Com- 
mission to order the breaking of that method of settling the ac 
counts. They contend that the order forbidding the trunk lines 
toivonduct their financial relations on the basis of per diem and 
per diem reclaims was and is void. 

« As a substitute for per diem*and per diem reclaims, the Com- 
mission prescribed, for-the railroad in question, the hybrid de 
murrage plan it devised and put out in its report in the Birming- 
ham Southern case. That plan, the attorneys for the-junction 
road said, would be confiscatory .of the property of the junction 
railroad. They asserted that the demurrage basis would be in- 
adequate and impractical because it: ignored -such important 
things as the handling of bad order cars, cars bunched in transit, 
cars held or delayed by reason of embargoes, cars involved in 
wrecks, accidents, and so on, conditions all provided for in the 
per diem and per diem reclaim basis used by railroads in dealing 
with each other. ; ; 

, Apparently, however, the point on which they will dwell.and 
possibly go to court on, is that the Commission never has held 
that per diem and per diem reclaim has resulted in preference. 
It has only expressed the view, they said, that that basis “may” 
result in unlawful preferences. As to that they say: 


The fact; if true; that preference may result, would be no ground 
for, requiring a change in practice:+ The payment of an allowance or 
division of rates to a so-called industrial railway may, if excessive, 
result in preference. But the courts have held that there is no reason 
fori-canetelling the divisions or denying any allowance ‘whatever out of 
the joint..rates; it is. simply ground for preventing the excess. and 
restricting the amount of the division. . Therefore, the fact that per 
diem or reclaim arrangements may result in abuse, if not on a fair 
baa#is, is simply ground for requiring that a-fair basis of reclaim shall 
he ‘observed. 


The Manufacturers’ Junction Railway asks the Commission 
to set aside its order and give approval to the per diem and per 
diem reclaim basis as a proper one to be observed in disposing of 
car hire questions between the trunk lines and it. Its attorneys 
assert that conditions in the Chicago switching district, where 
the junction railway operates, are so different from those shown 
by the record in the Northampton & Bath and the Birmingham 
Southern cases that they cannot be accepted as precedents to 
govern the question raised in the junction railway case. Even if 
they should concede that the Commission made proper decisions 
in the two cases mentioned, the lawyers assert, the difference in 
conditions is so marked that such a concession would mean 
nothing. 

Even under the per diem and per diem reclaim basis, they 
contend, the Manufacturers’ Junction’ Railway has not earned a 
fair return on its investment and the demurrage plan prescribed 
by the Commission, they assert the record shows, would result in 
a substantial loss of revenue. In fact, they claim the result 
would be a deficit in operation. so that a common carrier 
would not be able to operate at all except on the basis of con- 
tributions from its owners toward the furnishing of a transpor- 
tation service on which the shippers along its rails depend. 

The attorneys quote, with approval what the Commission 
said in the New England Divisions case (62 I. C. C. 513): 


Per diem has never been a factor specifically taken into account in 
the determination of divisions. If it were so considered one of the 
essential purposes of per diem, i. e., greater use of freight equipment, 
might be nullifféd." As a road may have a debit balance one month 
and a credit balance in another, an exceedingly variable factor would 
be injected into the measure of compensation for the service per- 
formed under joint rates. It was further suggested for defendants 
that if debit balances for per' diem weré made a factor in increasing 
divisions, the incentive for purchasing new cars would be gone. 


ILLINOIS TERMINAL EXTENSION 


The Trafic World Washington Bureau 


A certificate of public convenience and necessity has been 
issued ‘by the Commission, authorizing the Illinois Terminal 
Railroad Company to construct an extension of its line from 
LeClair to and through Formosa Junction to O’Fallon, in Madi- 
son and St. Clair counties, Ill., a distance of approximately 14 
miles. The St. Louis, Troy & Eastern Railroad Company, re- 
ferred to,as the Tray company, and the St. Louis & Illinois Belt 
Railroad Company, referred to as the Belt company, objected 
to the granting of the application. 

The Terminal company owns and operates a belt line ex- 
tending from Alton, IIl., to LeClair, Ill., a distance of 15 miles. 
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It also operates from LeClair to Formosa Junction, Ill, a dis- 
tance of approximately 6 miles, over the tracks of the Belt com- 
pany, which are leased to the Troy company. 

The Commission said the Terminal company’s railroad served 
the industrial district in the vicinity of Alton, Wood River and 
through to Edwardsville, Ill., and connected with various trunk 
lines at these points. It was represented that the construction 
of the extension would eliminate congestion which has occurred. 

The protestants objected to the application on the ground 
that construction of the extension between Formosa Junction and 
O’Fallon would result in a duplication of facilities, would require 
a large investment not necessary to meet the public needs, would 
deplete the earnings of the existing road and was not required 
to serve the demands or necessities of the public. 

The Commission said that in 1910 the Terminal company 
began operating over the Belt company’s railroad from LeClair 
to Formosa Junction under a written contract, which was termi- 
nated by the Belt company on June 1, 1917, and since which 
time the Terminal company has operated over the Belt line under 
verbal permission and upon such terms and conditions as the 
Belt company: from time to time imposed. Attempts were made 
to negotiate a new agreement, but these were unsuccessful, the 
Commission said, and the Terminal company said it would be 
more economical for it to construct the additional trackage than 
to attempt to operate over the tracks of the Belt company under 
the terms and conditions which the Belt company has sought to 
impose. 

“We cannot assume that continued operation over the Belt 
company’s railroad under any terms that would be fair to both 
parties is possible,”’ the Commission said. “The territory between 
LeClair and, Formosa Junction is farming land. There are no 
cities or villages on the Belt company’s line. It appears that the 
Terminal company has never originated, any traffic between these 
points. There are a number of coal mines along the Belt’s rail- 
road which are owned by the Donk Bros. Coal & Coke Company. 
This coal company is controlled by the same interests that control 
the Belt company ‘and the Troy company, and the president of 
the coal company is also president of these two railroad com- 
panies. It appears that the Belt company’s railroad was built 
to serve the Donk Bros. Coal & Coke Company and handles all 
its traffic in this territory. It therefore seems improbable that 
the proposed extension would divert any local traffic from the 
existing line, but it would bring cgal from the O’Fallon district 
into competition, with that mined, by the Donk Bros. Coal & Coke 
Company. The applicant does not.contend that there is sufficient 
local traffic between LeClair and Formosa Junction to justify 
the duplication of the existing facilities. Its purpose is to serve 
the O’Fallon district and to ‘reach the trunk line connections at 
that point. , 

* “The Belt company further contends that it is chartered to 
build-a'line from LeClair to Formosa, thence to O’Fallon and 
sduthwest to the Mississippi River, and ‘that it has purchased a 
portion of ‘the right of way between Formosa and O’Fallon, but 
claims that the general condition touching railroad construction 
has, in the judgment of its managers, argued against construc- 
tion at the present time and under existing conditions. The 
Belt’s present line was built in 1909. The evidence shows that 
it purchased some isolated tracts of land south of Formosa Junc- 
tion several years ago, but there is no evidence to show when, if 
ever, it would. extend its line along its chartered route.” 


The Commission said there was some conflict in the testi- 
mony relative to the cost of the extension. The Terminal com- 
pany estimated the cost at $641,964. The protestants claimed the 
cost would be $900,000. The Commission said the latter estimate 
appeared high, in view of the fact that the extension would run 
through a moderately rolling country. It said the Terminal com- 
pany proposed to finance the construction from surplus funds 
now on hand and available for the purpose, and that it appeared 
that there was a reasonable prospect that the: extension would 
earn a satisfactory return. The Terminal company has an au- 
thorized capital stock of $500,000, all outstanding, and bonded 
indebtedness of $500,000, of which $410,000 is outstanding... For 
the year 1920 its operating revenues amounted to $1,146,375.19, 
and its net income was $450,930.65. 


The construction of the extension will furnish a direct one- 
line haul from O’Fallon to Alton, which will shorten the distance 


between these points by approximately 15 miles, the Commission 
said. 


LOAN TO CAROLINA, CLINCHFIELD & OHIO 


The Commission has approved a loan of $6,000,000 to the 
Carolina, Clinchfield & Ohio for the pvrpose of enabling the 
carrier to’ meet at maturity, January 1, 1922, $5,000,000 of 5 per 
cent Elkhorn first mortgage gold notes, and a loan of $1,000,000 
from the United States under section 210 of the transportation 
act. 

Authority has been granted to the Carolina, Clinchifield & 
Ohio. to .extend the maturity date of $6,000,000 of Elkhorn first 
mortgage gold notes from January 1, 1922, to January 1, 1923, 
and to pledge the notes, together with $1,009.000 of first mort- 
gage 30-year gold bonds, as security for a loan of $6,000,000 
authorized by the Commission. 
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Questions of Interest to Traffic Men 


>, 


SEALS ON FREIGHT CARS 


Editor The Traffic World: 

In The Open Forum of your issue of December 10 you 
published a letter written by us concerning seals on freight 
cars. We are disappointed in not having seen in your publica- 
tion the views of shippers, 

The writer is in possession of information that we believe 
to be authentic, to the effect that a number of the carriers are 
using seals that do not comply with Bulletin 9009, Section VI, 
of the Interstate Commerce Commission. 

We believe that claims for shortages are being declined 
by carriers because they show a clear seal record, whereas a 
portion of the contents of the cars was removed while property 
was in possession of the carriers, and the seal manipulated 
so as to make an apparent clear record. We believe that 
investigation will develop that the amount of money represented 
by such claims is large. 

We would like to see an expression from other shippers, 
also from carrier’s representatives, as to whether or not the 
situation is as stated above. 

The Midland Flour Milling Co., 
R. C. Shoemaker, Traffic Manager. 
Kansas City, Mo., January 4, 1922. 


MISQUOTATION OF RATES 


Editor The Traffic World: 

I have been reading, with interest, various articles in re- 
cent issues of The Traffic World regarding the “Misquotation of 
Rates” and wish to express my views. 

The establishment of any rule or regulation to force the 
carriers to protect the rates as quoted by their employes would 
tend to destroy the purpose of the interstate commerce act, and 
cases of discrimination would be numerous. We all know there 
is no such a thing as a perfect rate clerk; that is, one who 
makes no mistakes. If two shippers should happen to be bid- 
ding for the same contract and one should, by mistake of a rate 
clerk, get the contract, he would have a lower rate than the 
other bidder could get. This would be the same as the old-time 
rebate. Also the practice might be worked by some of slipping 
the rate clerk a few dollars to quote a lower. rate in order to 
get a contract. I do not wish to insinuate that railroad rate 
clerks are crooked, but in the multitudes there are always a few 
who might accept bribes. 

I do not see how the act could be amended to protect the 
shippers on misquotations and still avoid discrimination. 

A. J. Christiansen, 
Assistant Traffic Commissioner, 
Davenport Chamber of Commerce. 
Davenport, Ia., December 30, 1921. 


GOOD RAILROAD Soe am 


Editor The Traffic World: 

We wish to comment on the excellent service we-are receiv- 
ing on shipments of our products. 

We recently had occasion to trace three carloads, destined 
to points west of Chicago routed in connection with the Grand 
Trunk from Buffalo, D. L. & W.car 25051 and W. P. car 18166 
went forward on that road at 11..a.:m. December 23 from Fort 
Erie and were delivered to their -western connections on. the 
24th. B. R. & P. car 4780, forwarded west from Fort Erie 11 
a. m. on the 24th, was delivered to western connection on the 
25th. 

As we have already stated, we believe this service is of the 
very best. The Genesee Pure Food Company. 

H. L. Gayton, 
Traffic Manager. 


é— 





LeRoy, N. Y., December 30, 1921. 





Editor The Traffic World: 

I have read with great interest letters published in The 
Traffic World under the heading, “Good Railroad Service,” by 
Mr. Simmons, of the Lewis Manufacturing Company, Walpole, 
Mass., under date of December 10 and Mr. Shandorf and Mr. 
Cooper under date of December 24. 

I, too, believe that the carriers should have due credit for 
their good service, as I was for some seven years employed in 
‘the local freight departments of different roads, and am familiar 
with most of the “snags” the railroads are up against at times 
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and especially in the local freight departments, even though in 
some cases slow movement is secured for short distances. Since 
reading these articles I recall the following instance, which 1 
will offer in behalf of the Baltimore & Ohio Southwestern Rail- 
road: 

On November 22, 1921, I was called on by our local purchas- 
ing department with reference to M. C. 80895 containing sal am- 
moniac, which our St. Louis factory was very anxious to receive 
as soon as possible. They had just received a telegram from our 
general purchasing agent at New York City dated October 20, 
saying: “Car shipped via B. & O. leaves New York tonight.” , 1 
immediately communicated by telephone with the Baltimore & 
Ohio Southwestern Railroau division freight. office in St. Louis, 
and asked Mr. Bollman to have car rushed through.. On Oc- 
tober 25 Mr. Bollman called me early in the morning and said 
the above car had arrived at East St. Louis at 5:30 that morning 
and was delivered to the Merchants Terminal about 8 a. m. for 
switching across the river to our St. Louis factory. This, IL 
don’t believe can be beaten—New York to St. Louis in four 
days—and I take pleasure in commending the Ba:timore & Ohio 
Southwestern Railroad on the movement, and hope they, as well 
as other roads, will continue to give this kind of service. 

Lloyd P. Thompson, Traffic Dept., 
National Enameling & Stamping Co., Inc. 
Granite City, Ill., December 30, 1921. 


LABOR AS A COMMODITY 


Editor The Traffic World: 

Having been a railroad man for several years prior to enter- 
ing the industrial field, the writer has read with interest the 
comments made in The Open Forum of December 10, under the 
head,. “Labor as a Commodity.” 

If all the ills and faults laid on the present-day railroad 
man were so, we would have just cause to banish the whole 
lot of ’em to Russia. 

Mr. Cobb paints a glowing picture for a young man with 
ambition. All required of him would be to secure a position 
in railroad service and within a short while he would be an 
official, for his work, beside those referred to, would stand out 
like a camel’s hump. 

The writer is intimately acquainted with numerous rail- 
road men in practically all branches of the service, but I know 
of none to which his first reason applies. The second woulda 
be. comic were it not tragic, in that it leads unfamiliar indi- 
viduals to believe a railroad man has no ambition—is a shift- 
less fellow seeking to get as much for as little work as possible, 
and appreciating nothing. He takes an isolated instance with 
which he probably is not personally familiar and condemns all 
employes... Shall we judge the merits or abilities of a railroad 
man solely on such instances? Would it not be as well to say 
that a certain commendable service rendered entitles all of 
them to commendation? 

With all the red tape with which they are surrounded the 
railroads can easily get rid of an employe who is inefficient. 

As to his third reason, I have never heard of an employe 
bidding in a position just to exercise his seniority. Such a 
situation would be ridiculous, and one doing so should be. dis- 
charged. The purpose of seniority, as I understand it, is to 
guarantee to an efficient employe his rights to go higher basea 
on his ability, and to prevent personal grievances, favored em- 
ployes, etc., being “run around” him. It does’ furnish an’ in- 
centive to stay on the job with positive assurance of advance- 
ment if he has “merit and ability.” The mere fact that an 
employe can bid on a vacancy, or does bid, carries with it no 
assurance that he will be assigned. His ambition to succeed 
may overcome his discretion but his superior officer can pre- 
vent his securing it if he is incompetent. Where is the old- 
time boomer if these are not facts? 

Reason four is unpractical also in that it would lead one 
to believe only drones stay in railroad service, due to seniority 
restrictions. The writer’s contact with them would indicate 
they are just as bright, industrious, and intelligent as they were 
prior to seniority rules. Who can deny that fact and be un- 
biased ? 

I have no axe to grind for either the employes: or the rail- 
roads, and there doubtless is room for improvement by both 
the unions and the railroads. There is yet a spirit of mistrust 
eo be eliminated before maximum results can be ob 
tained. 


I agree with his concluding statement in part. Let’s have 
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real efficiency at all times from railroad labor. Each of them 
must eliminate that spirit of mistrust, get a vision of the op- 
portunities before them, quit squabbling, and concentrate on 
service. 

But as to labor being a commodity—well, the highest tri- 
bunal in the land has ruled it is not, and Mr. Cobb’s article 
proves nothing to the contrary. 

W. E. Everett, Traffic Manager, 
Blue Star Elevator Company. 
San Antonio, Tex., December 29, 1921. 


WAGES AND RATES 
Editor The Traffic World: 

I find no fault with the strictly traffic service of your journal 
but if I want to arouse an ill feeling in me all I have to do ts 
read the editorials and the Washington correspondence signed, 

Talk about the radicalism of the Bolshevists! They have 
nothing on Mr. A. E. H., although his is of a different kind. 
He says on page 1185 (Dec. 10, 1921), under heading, “Commis- 
sion Management of Railroads,’ that under government control 
the members of the labor unions “got wages out of the public 
treasury when rates were not made high enough to pay the 
wages of both capital and labor.” 

While the railroad rate clerks were increased from $110-$145 
to $136.50-$171.50 July 1, 1920 (after waiting many months), the 
freight rates were increased 40 per cent August 26, 1920. Be- 
sides, I happen to know that many clerks working 7 hours a 
day for the above salary are now working eight hours for $12.50 
a month less than the above. And the rates have been reduced 
but little. 

But why pay so much toa rate clerk. Let the traffic mana- 
gers “put in a claim” for the proper rate. The claim will take 
care of it. 

To a person who knows how the rates have been increased 
by shifting of classification ratings to a higher class, how some 
rates (on spelter for instance) were increased practically 100 
per cent at about the time of the 25 per cent advance, and so 
on, some of this railroad propaganda is nauseating. 

I have noted a recent decision of the federal court in the 
Chicago district enjoining the Labor Board from publishing its 
decision against the Pennsylvania Railroad, which would like 
to have the public believe that its employes are ‘well pleased.” 
There are those among the employes as well as among officials 
(with exceptions) who are well pleased when they profit at the 
expense of others or when they can edge in to some position 
that they could not attain through honest effort and ability. 
During the recent strike crisis many publications tried to create 
the impression that the “unions should be taught a much needed 
lesson.” How about the Pennsylvania and other roads? 


Andrew A. Meyer. 
Cleveland, O., December 15, 1921. 


FERNWOOD & GULF CASE 


The Trafic World Washington Bureau 


The action of the United States Court in New Orleans in 
enjoining the order of the Commission in the matter of applying 
district rates to points of origin on the Fernwood & Gulf Rail- 
road because the Commission based its order on section 3 and 
not on section 1, has raised considerable interest in view of 
cases already disposed of by the Commission and of pending 
cases. 

In the trial of the Sewell Valley Railroad case (58 I. C. C. 
261) Francis B. James, counsel for the coal operators located 
on that line, distinctly disclaimed the right to the district rates 
under section 3 and rested his case on section 1, that the coal 
operators were entitled to joint through rates and the measure 
of the rates should be the district rates as relatively just and 
reasonable. The third division of the Commission, consisting of 
Commissioners Hall, Eastman and Ford, sustained the conten- 
tion of Mr. James in the following language: “There is no claim 
of undue prejudice and the question before us narrows down 
to one of reasonableness in amount.” 

The decision in Norton & Northern Railway Mines (58 I. C. 
C. 739) seems to have been based on the question of the reason- 
ableness of the rates and therefore under section 1. 

The cases of the Campbell’s Creek Railroad (33 I. C. C. 
558), the Little Fork Coal Company (59 I. C. C. 693) and the 
Millers Creek Railroad (60 I. C. C. 763) seem to have been de- 
cided under both sections 1 and 3. 

In docket 12601, Riverside Coal Company, the case was pre- 
dicated on section 1 in that the combination rates were rela- 
tively unjust and unreasonable and that relatively just and 
reasonable rates would be the district rates. The examiner 
handed out a_ tentative report in which he pointed out that 
the complainant had rested his case solely under section 1 and 
not under section 3, and recommended the establishment of dis- 
trict rates from coal operations on the Ohio & Kentucky Rail- 
way. Counsel for the Louisville & Nashville have taken excep- 
tions to the report of the examiner in which he dwells on rates 
just and reasonable “per se” or “in and of themselves.” Francis 


THE TRAFFIC WORLD 


TRAFFIC WORLD 





Vol. XXIX, No. 1 


B. James in that case has filed a brief in reply thereto in which 
he asserts that the case is properly presented under section 1 
and that it is a question of the rates being “relatively” just and 
reasonable. This case has been set.down for argument before 
the fourth division of the Commission, January 27. 

In No. 12631, McKell Coal & Coke Company case, the case 
was presented under section 1 and not under section 3. This 
case has been tried but a tentative report of the Examiner has 
not yet been issued. 

The argument of the Riverside Coal Company case, on Janu- 
ary 27, is expected to be full of a discussion of section 1 and 
section 3 and also involve a consideration of the question of 
rates just and reasonable “per se” and “in and of themselves” 
as distinguished from rates “relatively” just and reasonable. 

In the Three Lakes Lumber Company case (52 I. C. C. 42) 
the Commission affirmed the right to group rates under section 
1 as unjust and unreasonable and under section 3 as unduly 
prejudicial. Commissioners Daniels and Hall concurred in the 
opinion and did so upon the express ground of “relatively” just 
and reasonable rates as distinguished from absolutely just and 
reasonable rates. 

In the West Side Belt Railroad case (63 I. C. C. 21) Com- 
missioners Hall, Eastman and Campbell extended district rates 
under section 3 and held that no evidence had been offered to 
sustain the complaint under section 1. 

It is believed that a.decision by the Commission in the 
Riverside Coal Company case will clarify the atmosphere on 
the general subject. 


FREIGHT CAR PERFORMANCE 


The Traffic World Washington Bureau 


The car service division of the American Railway Associa- 
tion has issued a bulletin with chart and figures on freight car 
performance, showing the relation between the per diem rate, 
empty mileage, home cars on home roads, surplus and ton miles 
for the years 1907 to 1921, inclusive. Commenting on the study 
made, the division said: 

Invariably during a period of rapidly increasing surplus of freight 
ears, such as exists at present, there arises discussion of the rela- 
tion of the car hire or per diem rate between railroads and the trend 
of empty mileage. The car service division has therefore given very 
careful consideration to this question and has reached the following 
conclusions: : f 

. That the per diem rate is a comparatively minor factor in 
the per cent of empty mileage. ; Aas ; ; 

2. That the per cent of empty mileage is influenced primarily 
by fluctuations in traffic. ; ? ‘ 

3. That sudden decreases in traffic always result in an immediate 
increase in the per cent of empty mileage, which, however, may 
vary according to the changes in the relation of the tonnage moved 
of one class of traffic to another. 


The conclusions reached by the division are diametrically 
counter to the impression that has prevailed largely among rail- 
road men. They have believed that empty mileage at the time 
car surpluses were being created was due to the feverish desire 
of every railroad to get rid of foreign cars so as to get rid of the 
obligation to pay per diem. The figures of the division are in- 
terpreted by the officials thereof as indicating that that impres- 
sion is not warranted and that a reduction in the per diem would 
not result in a reduction of the amount of empty mileage. 


CAR SUPPLY SUMMARY 


The Trafic World Washington Bureau 


M. J. Gormley, chairman of the car service division of the 
American Railway Association, in a summary of general con- 
ditions as of December 30, said: 


Box Cars: Continued light demand has further increased box car 
surplus in the past two weeks. Grain loading still somewhat heavier 
than usual at this season in the middle west. To avoid unnecessary 
and expensive empty car mileage, give special attention to: (a) Keep- 
ing home cars out of off-line service where suitable foreign cars are or 
can be made available. (b) Using foreign cars only to load en route 
toward or via owners’ line. (c) Storing light capacity system cars and 
those not in condition to handlé every class of traffic. - 

Automobile Cars: Cars of this type should be worked home or 
into automobile-producing territory as requirements may necessitate. 

Ventilated Box Cars: In demand. Return promptly to owners. Do 
not load with dead freight except in direction of home. 

Stock Cars: Supply ample. Return cars to owners promptly. 

Refrigerator Cars: Situation is easy in all sections, all orders 
being protected currently. The demand will continue comparatively 
light until after the holidays, after which requirements will be heavier 
for seed potatoes and for citrus fruit. Early vegetables are starting 
to move from Texas, but will be light until after the first of the year. 
The loading of refrigerators with suitable dry freight in the direction 
of the empty movement is permitted. 

Coal Cars: Bituminous coal production, week ended December 24, 
is estimated 7,300,000 tons,: with a full car supply available for the 
loading of coal and other commodities. Open top cars idle because of 
lack of demand are on the increase, figures for period ending Decem- 
ber 15 showing 186,508 surplus open top cars, an increase of approxi- 
mately 20,400 cars over the previous period, United States roads. 

Flat Cars: Demand for flat cars remains practically stationary. 
There is a surplus of 11,868 such cars reported for period ending De- 
cember 15, United States roads. 


You can get the day’s important traffic news every 
wo day in the year through THE DAILY 
TRAFFIC WORLD. 
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|*Loss and Damage Decisions 

| Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters oe Digests of Feetienal Reporter 
System, published by Wes it. Paul, Minn. 

| ‘ Copyright by West Publishing. Co.) 

a e 





LOSS OF OR ‘INJURY TO GOODS 

Carrier Permitted to Keep Damaged Goods on Shipper’s Recov- 
ery of Value Before Shipment: 

(Supreme Court of North Carolina.) In shipper’s action 
against express company for damage to cash register sustained 
during transportation, instructions giving measure of damages 
as the difference between the value of the property just before 
the injury and its value at time of trial held harmless, where 
the cash register was of the same value at time of trial as 
immediately following the injury.—Cauble vs. Southern Express 
Co., 109 S. E, Rep. 267. 

In view of Pell’s Revisal, sections 5-7, the Supreme Court will 
not grant a new trial except to subserve the real ends of sub- 
stantial justice,,and unless there is a prospect of ultimate ben- 
efit to the appellant.—lIbid. 

In a shipper’s action for damage to a cash register, the 
carrier will be permitted to keep the register on shipper’s re- 
covery of the value thereof preceding shipment.—lIbid. 

Carrier Not Liable for Loss of Cotton Stolen from Platform) 
Prior to Issuance of Bill of Lading: 

(Supreme Court of South Carolina.) A carrier, having 
posted notice that it would not be liable for goods left on plat- 
form until issuance of bill of lading, was not liable for loss of bale 
of cotton placed on platform by shipper, but stolen prior to issu- 
ance of bill of lading, notwithstanding shipper’s custom of plac- 
ing cotton on platform when purchased without obtaining bill 
of lading until the close of the business day, when bill of lading 
for full day’s purchases would be issued.—Behrmann vs. At- 
lantic Coast Line R. Co., 109 S. E. Rep. 397. 

Form of Action for Failure to Furnish Cars Held Not Important: 
(Supreme Court of Oklahoma.) The form of the action for 

damages for failure of a carrier to furnish cars to a shipper of 

live stock is not important. The grounds of the liability is un- 
justifiable omission to furnish cars, and it is not material that, 
in an action for damages for failure to furnish cars. requested for 

a particular day, the shipper predicates liability on breach of con- 

tract to furnish cars on that day.—Chicago, R. I. & P. Ry. Co. 

vs. Vail, 201 Pac. Rep. 804. 

Carrier Held to Have Damaged Plaintiff by Negligent Failure 
to Furnish Cars: 

The evidence examined, and held to warrant the jury in 
finding that there was an agreement between the shipper and 
the local agent of the carrier to furnish cars to the shipper 
for a particular day, and that such agreement was negligently 
treated, and that the carrier was not excused from complying 
with the same, and that the shipper was damaged as a result 
of the carrier’s failure to comply with such agreement.—Ibid. 
Schedule of Rates Must Be Filed in Railroad Offices: 

(Supreme Court of Vermont, Washington.) Under G. L. 
5281, a railroad company must not only file its schedule of rates 
with the Public Service Commission, but must also file them in 
its office, in order to establish the rates therein contained, and 
until both of these requirements are complied with, the schedules 
afford no protection to the company.—Simpson vs. Central Ver- 
mont Ry. Co., 115 Atl. Rep. 299. 

Railroad Bound by Acceptance of Agent of Goods for Trans- 
portation: 

Aside from schedules of rates provided for in G, L. 5281, a 
carrier was bound by the act of an agent in knowingly accepting 
trunks containing merchandise for transportation as baggage 
and placing them in the waiting room for the night with the 
expressed intent of checking them in the morning, such goods 
being burned during the night.—lIbid. 

Burden of Proof on Carrier to Show Compliance with Statute in 
Making Schedules to Protect It from Liability for Goods in 
Waiting Room Lost by Fire: 

In an action for loss by fire of goods left in a waiting room, 
the burden was on defendant to show full compliance with G. L. 
5281, in order to make a_ schedule of rates specified therein 
available for its protection, though in sustaining this burden 
defendant was aided by a presumption that the statute had been 
fully complied with, arising from the fact that non-compliance 
was penalized under G. L. 5290; but this presumption was not 
conclusive, and the burden of proof remained on the defendant, 
and a question was for the jury, unless proof and inference 
were all in its favor.—Ibid. 

When Presumptions Will Determine Controversy: 

A presumption, even when invoked by one who has the 
burden of proof, may determine the controversy; but one pre- 
sumption, however, may be met or even overcome by another 
presumption, and when opposing presumptions arise from the 
evidence, the question is one of fact and goes to the jury.—Ibid. 
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Whether Carrier Complied with Statute Concerning Schedule 
of Rates, Held for Jury: 

In an action to recover for the loss of baggage in defend- 
ant’s station by fire, where defendant attempted to set up 
schedule of rates specified by G. L. 5281, whether defendant filed 
its schedules in its offices as required by such statute, held for 
the jury.—Ibid. 

Judgment Affirmed on any Legal Ground Shown by Record: 

A judgment will be affirmed in the Supreme Court on any 
legal grounds shown by the record, whether briefed or not.—Ibid. 
Knowledge of Contents of Trunks Held Acquired by Agent While 

Acting Within Scope of Employment: 

Where station agent went to plaintiff's tent at fairgrounds 
with an express package as agent of an express company, but 
at the very time he delivered the package made suggestions 
about getting trunks to the station, at which time he acquired 
knowledge that the trunks would contain merchandise, which 
he afterwards accepted as baggage, it must be held that he 
acquired such knowledge while acting within the scope of his 
employment as defendant railroad’s agent.—Ibid. 

Omission in Instruction Held Without Error: 

In an action for loss of baggage, any error of the court in 
charging that, if defendant’s agent, knowing that trunks con- 
tained merchandise, accepted them as baggage, the company 
would be bound, and in failing to charge that the knowledge of 
the agent must have been obtained while he was acting within 
the scope of his employment, was not harmful to the defendant, 
where it was apparent that the agent did acquire such knowledge 
while acting within the scope of his employment.—Ibid. 
Information of Agent Imputed to Principal: 

Where it clearly appears that information obtained by an 
agent outside his employment is actually in his mind at the 
time he performs the act in question, it will be imputed to and 
bind the principal, unless it is obtained under such circumstances 
as to make it the legal duty of the agent not to divulge it to 
the principal.—Ibid. 

Information Gained by Agent of Carrier Could Not Be Forgotten 

When He Accepted Trunks as Baggage: 

Where agent for railroad went to plaintiff’s tent at fair- 
grounds and told him that he should get his trunks ready and 
have them sent to the station, at which time the agent ascer- 
tained that the trunks contained merchandise, and the trunks 
were shortly thereafter ‘sent to the station and were accepted 
as baggage by such agent, agent’s knowledge acquired at fair- 
grounds regarding the contents of the trunks was so recently ob- 
tained at the time of the acceptance of the trunks as baggage 
that it could not have been forgotten when he accepted the 
trunks, and his knowledge was imputed to his principal.—Ibid. 
Notice of Claim—What Constitutes: 

(Supreme Judicial Court of Massachusetts, Hampden.) A 
notice to carrier, “Qur customer will not accept this shipment 
unless it is delivered at once, and it will be necessary for us to 
enter claim with the railroad company covering same,’ was 
a sufficient notice of claim for damages for loss of the goods, 
which were misdelivered——Fisk Rubber Co. of New York vs. 
New York, N. H. & H. R, R., 182 N. E. Rep. 714. 

It is a federal question whether a notice of claim sufficiently 
complied with the requirement of a bill of lading for an inter- 
state shipment.—Ibid. 

Action for Loss of Goods Timely, Though Two Years After® 

Misdelivery: 

Clause in bill of lading covering interstate shipment, pro- 
viding that action be brought for loss of goods within two years, 
did not bar an action brought more than two years after a mis- 
delivery, of which misdelivery plaintiff was not informed until 
more than 16 months after it occurred—lIbid. 

Carrier Liable as Carrier and Not Warehouseman: 

Where, at time of misdelivery of shipment, carrier had not 
assumed the position of warehouseman, its responsibility was 
that of carrier.—Ibid. 


Sunday as a Holiday Within Uniform Bill of Lading: 

(Supreme Court, Appellate Division, First Deparament.) 
Though the General Construction Law, section 24, does not ex- 
pressly include Sunday as a named holiday, it is to be deemed 
such within provisions of the uniform bill of lading making a 
carrier or party in possession of property liable for loss by fire 
occurring after 48 hours, exclusive of legal holidays, after notice 
of arrival, and giving the same time for removal.—Cereal Prod- 
ucts Co. vs. Delaware, L. & W. R. Co., 190 N. Y. S. 698. 

Uniform Bill of Lading Not to Be Construed in Light of Law 
of any Particular State: 

The uniform bill of lading being prepared for use through- 
out the United States, its provisions are not to be construed in 
the light of the statutory law of any particular state.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Liability of Carrier for Negligent Delay: 

(Supreme Court of Arkansas.) In an action against a rail- 
road for damages to a shipment of cotton due to delay in trans- 
portation, the verdict of the jury, where supported by sufficient, 
though conflicting, evidence as to the extent of the damage and 
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the cause thereof, will not be disturbed.—Payne vs. Orton, 234 
S. W. Rep. 469. 

In an action against a railroad for damages to a shipment 
of cotton delayed in transportation, an instruction that defend- 
ant was an insurer of the goods against all losses except those 
arising from an act of the public enemy, public authority, etc., 
was not prejudicial to defendant, though “public authority” was 
not defined, and there was no evidence that the damage resulted 
from either of such causes, they being exemptions from liability. 
—Ibid. 

The burden of proving exemptions from liability as an in- 
surer of goods shipped rests on the carrier.—Ibid. 

In an action against a railroad for damage to a shipment 
of cotton delayed in transportation, an instruction that the bur- 
den was on defendant to prove the loss arose from an act of 
God, the public enemy, etc., was not erroneous as placing on it 
the burden of proving that the cotton was undamaged when 
delivered to it, the instruction dealing with loss or damage while 
in its possession for transportation.—Ibid. 

In an action for damages to a shipment of cotton delayed in 
transportation, a notation on the bill of lading, showing the 
cotton was received by the carrier in apparent good order, made 
out a prima facie case.—Ibid. 

In an action against a railroad for damage to a shipment of 
cotton by delay in transportation, an instruction to find for de- 
fendant only if the bad condition of the cotton when delivered 
to it, due to excessive rains, moisture, or exposure, was the 
“sole” cause of its damaged condition at its destination, was 
correctly modified by inserting the word quoted, the carrier be- 
ing liable for damage resulting from its negligence concurring 
with the act of God or other cause.—Ibid. 

An instruction, as to a shipment of cotton claimed to have 
been damaged by delay, that if its bad condition at time of de- 
livery in part caused the damage, and failure to transport within 
a reasonable time also in part caused damage, and the carrier, 
when receiving it, did not know of its damaged condition, the 
jury should ascertain the amount of damages due to its condition 
when delivered to the carrier, and also the amount due to failure 
to properly transport and deliver it, and if they found the total 
damage was due in part to its condition unknown to the carrier 
when delivered, and the failure to transport also caused damage, 
to ascertain the amount due to each cause, and find for the 
shipper only the damage due to the fault of the carrier was 
properly refused as manifestly too long and involved to be cor- 
rected by insertion of a word, and as open to objection that it 
could be construed to mean there would be no liability if the 
damage was caused by the carrier’s negligence concurring with 
the condition of the cotton.—lIbid. 

In an action for damage to a shipment of cotton delayed in 
transportation, the court did not err in refusing to permit de- 
fendant to prove that unusual conditions existed which made it 
impossible to procure cars for more expeditious transportation, 
where the pleadings raised no such issue.—Ibid. 

TELEGRAPHS AND TELEPHONES 
Instruction and Issue Authorizing Recovery on Cause of Action 
as to Which Nonsuit Granted Held Error: 

(Supreme Court of North Carolina.) In an action for delay 
in delivery of two telegrams, where a nonsuit was granted as 
to the cause of action respecting one of the telegrams, it was 
error to submit the issue whether defendant negligently failed 
to transmit and deliver the telegrams, or either of them, and to 
charge that the jury should answer such issue “Yes” if plaintiff 
had satisfied them that defendant negligently failed to transmit 
the telegrams, or either of them.—Hulin vs. Western Union Tele- 
graph Co., 109 S. E. Rep. 372. 
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Miscellaneous Decisions 

Traffic Cases Recently Decided by State and Federal Courts 

\ (Digests taken from Reporters and Digests of National Reporter 

| System, published by West Publishing Co., St. Paul, Minn. 

\ Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 
Government Not Liable for Penalty for Collection of Overcharge 
of Passenger Fare: 

(Supreme Court of Arkansas.) Action will not lie against 
Director-General of Railroads to enforce penalty imposed by 
Crawford & Moses’ Dig., Sec. 887, by reason of an overcharge 
of passenger fare, in view of General Order No. 50 of the 
Director-General, government only permitting itself to be sued 
for compensation and not punishment.—Davis, Director-General 
of Railroads, vs. Smith et al., 234 S. W. Rep. 484. 

Written Consent to Assignment of Right to Use Spur Track 

Waived by Carrier: 

(Supreme Court of Arkansas.) A provision of a coal com- 
pany’s contract with a railroad, requiring railroad’s written con- 
sent to coal company’s assignment of its right to use a spur 
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track, may be waived by the railroad, and is waived by permit- 

ting coal company’s assignee to use the track.—Harbottle-Bailey 

Coal Co. et al. vs. Bolton-Hale Coal Co., 234 S. W. Rep. 476. 

Permission to Use Spur Track Revocable at Will: 

Coal company with right to the exclusive use of a spur 
track, having verbally permitted another company to load coal 
= a placed on the track, could revoke such license at will.— 

id. 

Liability of Carrier for Damages Occasioned by Wrongful Re- 
moval of Railroad Spur: ; 

(Court of Civil Appeals of Texas, El Paso.) Spur track 
agreement with fuel company, fixing no period of time during 
which the switch or spur track was to be maintained, held to 
obligate the railway company to permanently operate the switch, 
with no right to discontinue its operation unless the public 
interests so required.—Payne, Director-General of Railroads, vs. 
Mount Franklin Fuel & Feed Co., 234 S. W. Rep. 595. 

Agreement to construct and operate a spur track by a rail- 
road company and a shipper, containing no provision as to as- 
signability, was assignable under Vernon’s Sayles’ Ann. Cov. 
St, 1914, art. 583.—Ibid. 

In action for damages from change of spur track in violation 
of agreement, petition held sufficiently to allege damages from 
increase of expenses and loss of business.—Ibid. 

Spur track agreement with fuel company, reciting that the 
fuel company was conducting a general fuel business, and had 
purchased a tract adjacent to the railroad’s right-of-way, etc., 
held to show that the parties contemplated that loss of profits 
to the fuel company would naturally result from the railroad’s 
breach of the agreement.—Ibid. 

In fuel company’s action against railroad for change of spur 
track contrary to spur track agreement, evidence held to show 
assignment of the contract from plaintiff’s predecessor to plain- 
tiff, and that the railroad had notice thereof.—Ibid. 

In fuel company’s action for damages from change of spur 
— held to warrant submission of issue of lost profits. 
—Ibid. 

The rule that damages which are uncertain or contingent 
cannot be recovered does not embrace any uncertainty as to 
the value of the benefit or gain to be derived from the per- 
formance of the contract, but only the contingency as to whether 
such benefit would be derived at all; that is, the rule applies 
to only such damages as are not the certain result of the breach, 
and not to such as are the certain result, but uncertain in 
amount.—Ibid. 

In a fuel company’s action against a railroad for change of 
spur track, contrary to spur track agreement, testimony of 
plaintiff fuel company’s assignor that when he transferred the 
fuel business from himself to plaintiff on plaintiff’s incorpora- 
tion by transfer in terms of “all my right, title, and interest in 
said business,” such transfer included the spur track agreement, 
held proper, as against the objection that it was immaterial, or 
that the transfer contract spoke for itself, or that the contract 
was one to which the railroad was not a party.—Ibid. 

In fuel company’s action against railroad for change of spur 
track contrary to spur track agreement, permitting witness to 
state that the change of the switch made a big difference in 
plaintiff’s business, and that plaintiff did not solicit business 
in carload lots after the change because it could not handle it 
on a profitable basis, held proper, as against objection that the 
statement was speculative, and that such loss was not within 
the contemplation of the parties putting in the track.—Ibid. 

In fuel company’s action against railroad for change of spur 
track contrary to spur track agreement, exclusion of evidence 
by the railroad as to necessity of double-tracking at the point 
where the switch to the spur track was, was not error, there 
being no issue submitted or requested to be submitted as to 
danger from running trains against a facing switch, as alleged 
in the answer.—Ibid. 

In fuel company’s action against railroad for change of spur 
track contrary to spur track agreement, it was not improper 
to permit a witness for plaintiff to say that it was not profitable, 
under the conditions witness found after the track was taken 
out and under the competition then existing, to handle coal in 
carload lots with a profit of $1 or $1.15 a ton.—lIbid. 
Common Carrier Defined: 

(Supreme Court of Appeals of Virginia.) To constitute a 
person a common carrier of goods in a particular instance the 
carriage in question must be over a route within a territory 
over or within whcih there has been a general undertaking by 
the person, a holding of himself out as undertaking to carry 
goods for the public generally, as a business, over that route 
or within that territory, which undertaking may be either ex- 
press or may be implied from conduct by a series of acts by 
known habitual continuance in such line of business.—Ney vs, 
Haun., 109 S. E. Rep. 438. 

Truck Driver Transporting Goods Between Two Cities Not a 
Common Carrier in Transporting Goods to Third City in One 
Instance: 

Truck driver engaged in the transfer business in a certain 
place under license, but not licensed to engage in such business 
in another city and not pursuing the business of carrying goods 
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over a route from such other city to a third city, and never 
having held himself out as undertaking to carry goods for the 
public generally between them, did not, in undertaking to trans- 
port goods between such places in a particular instance, assume 
the liability of a common carrier.—Ibid. 

Railway and Lumber Company Held Not to Be a Common 

Carrier: 

(Supreme Court of Washington.) The disputed question of 
whether a corporation is a common carrier held one of fact, to 
be determined by the courts on the evidence.—State ex rel. Sil- 
ver Lake Ry. & Lumber Co. vs. Public Service Commission of 
Washington et al., 201 Pac, Rep. 765. 

Whether a corporation is a common carrier is not concluded 
by the fact that its charter gives it the power of such a carrier, 
but is to be determined by what it does.—Ibid. 


That a corporation in a petition to condemn land, which it 
got by purchase, without prosecuting the action to judgment, 
alleged facts showing it to be a common carrier, is not conclu- 


sive of it being such, relative to its duty to accept freight for 
carriage.—Ibid. 


Facts relative to purpose of organization of a railway and 
lumber company, its road as constructed, its equipment, and the 
business carried on by it, held to show that it never advanced 
beyond the status of a common carrier, and so was not obliged 
to receive as a common carrier logs. for transportation.—Ibid. 
Regulation of Fares for Automobile Transportation by State: 

(Supreme Court of Arizona.) Information against owner and 
driver of rent service automobile, charging violation of Corpora- 
tion Commission’s general order by carrying passengers over 
a stage route at less than 140 per cent of the scheduled stage 
fare, held not indefinite or uncertain as to the crime alleged 
to be charged, nor to contravene Pen. Code 1913, sec. 934, 936, 
943.—Haddad et al. vs. State, 201 P. Rep. 847. 


Although Const, art. 15, sec. 16, 19, provide for punishment 
by penalty or fine for disobeying an order of the Corporation 
Commission, Laws 1919, c. 130, sec. 8, authorizing punishment 
for.such disobedience under the criminal prosecution, does not 
violate the guaranty of Const. art. 2, sec. 10, that no one shall 
be punished twice for the same offense.—Ibid. 


Though Const. art. 15; was enacted to regulate “public serv- 
ice corporations” within the state; ‘and not individuals eo nomine, 
an order, under Laws 1919, ¢: 130, of the Corporation Commission, 
affecting both corporations and individuals, held not void includ- 
ing classes of persons not mentioned in such article——Ibid. 

Even without the authorization given by Const. art. 15, sec. 
6, it would have been competent for the.legislature to delegate 
power over automobile transportation to a special agency like 
the Corporation Commission; hence Laws 1919, c. 130, enlarging, 
in this respect, the powers and extending the duties of the Cor- 
poration Commission, is warranted.—Ibid. 


Laws 1919, c.-130, regulating automobile transportation, held 
to pertain to matters well within legislative cognizance, to aim 
at objects proper to be attained by the exercise of the police 
power, and not to constitute an unreasonable or palpable inva- 
sion of rights secured by Const. U. S. Amend. 14, or Const. 
art. 2, sec. 4, providing that “No person shall be deprived of 
life, liberty or property without due process of law.”—Ibid. 


Laws 1919, c. 130, regulating automobile transportation, held 
not special or partial legislation under Const. art. 2, sec. 13, 
art, 4, pt. 2, sec. 19; for the fact that, in granting the certificate 
of convenience and necessity for a stage route provided for in 
the act, the Corporation Commission may be obliged to select 
between two or more applicants, does not invalidate the law as 
monopolistic, class, discriminatory, or partial legislation.—Ibid. 

General Order 70-A of the Corporation Commission, under 
Laws 1919, c. 130,-the automobile transportation regulation law, 
providing that the fare for rent service on stage lines shall not 
be less than 140 per cent of the regular scheduled fare, does 
not conflict with Const. art. 15, sec. 12, as requiring a discrimi- 
nation for the same service.—Ibid. 


In prosecution of driver and owner of automobile, under 
Laws 1919, c. 130, for failure to collect the scheduled fare, where 
there was no evidence that the owner knew anything about the 
particular transaction or ever authorized the driver’s act, other 
than might be presumed from his employment of the driver, 
exclusion of tetsimony of the owner that he told his drivers to 
charge the regularly prescribed fare for services rendered by 
his cars was error, the avowal not being insufficient in failing to 


exclude guilty knowledge by the owner of his servant’s acts.— 
Ibid. 


In prosecution of driver and owner of automobile, under 
Laws 1919, c. 130, for failure to collect the scheduled fare, where 
there was no evidence that the owner knew anything about the 
particular transaction or ever authorized the driver’s act, other 
than might be presumed from his employment of the driver, held, 
that the mere fact that the driver accepted the unlawful fare, 
during the course of his employment, and within the scope 
thereof, was not in itself sufficient to show direction, knowledge 
or acquiescence by the owner.—Ibid. ‘ 





Personal Notes 
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George H. Eaton, assistant freight traffic manager for the 
Boston & Maine, has severed his connection with that road, 
after 33 years of service, to become traffic manager for the 
American Agricultural Chemical Company at New York. 

H. W. Whicker has been appointed traveling freight and pas- 
senger agent for the Illinois Central, at Kansas City, succeeding 
Hugh Hardin, who was promoted. 

John D. McCartney has been appointed assistant to the 
president of the Central of Georgia, with especial jurisdiction 
over matters of public relations. 

The Eastern Steamship Lines, Inc., Boston & Yarmouth 
Steamship Company, Ltd., has announced the following ap- 
pointments: F. H. Mickens, freight traffic manager, New York; 
W. H. Blasdale, general freight agent, Boston; W. F. Everding, 
assistant general freight agent, Boston. 

James H. Glynn, general agent for the Southern Pacific at 
Boston, and a member of the Association of Railroad and Steam- 
ship Agents of Boston, died at his home in Dorchester, Mass., De- 
cember 31, 1921. 

W. P. Withers has been made general agent in charge of 
the newly opened traffic office of the Gulf and Ship Island Rail- 
road, at Dallas, Tex. 

The Board of Railway Commissioners for Canada has an- 
nounced the following appointments: R. Richardson, assistant 
= and registrar; George A. Brown, assistant chief traffic 
officer. 

E. C. Hoag has been appointed industrial agent for the Union 
Pacific System, at Omaha. 

R. M. Taliaferro, Jr., has been appointed commercial agent 
for the Norfolk & Western, at Columbia, S. C. 

H. N. Stout has been appointed general agent for the Ft. 
Dodge, Des Moines & Southern, at Chicago, vice C. E. Carson, 
who resigned. 

The Pennsylvania System has announced the following ap- 
pointments: B. H. Dally, general freight agent, St. Louis, vice 
P..C. Sprague, who resigned; Frederick W. Nash, assistant gen- 
eral freight agent, St. Louis; J. H. Cross, division freight agent, 
Pittsburgh, vice F. X. Quinn, who was promoted. 

-.u.Che El Paso & Southwestern and the Morenci Southern Rail- 
way. have announced the appointment of W. W. Schoff as general 
agent, Cleveland. 

W. J. Ryan has been appointed assistant traffic manager for 
the American Tobacco Company, at New York, and H. P. Hat- 
field, assistant traffic manager, at Louisville, Ky. 

A. B. Chown, for some time general agent of the passenger 
department of the Grand Trunk Railway at New York, recently 
promoted to assistant general passenger agent, was the guest 
at a farewell luncheon tendered by his New York associates 
before leaving to take up his new duties in Chicago. 

T. F. Wilder has been appointed commercial agent for the 
Louisiana Railway & Navigation Company, at New Orleans, suc- 
ceeding John A. Smith, who resigned. B. P. Stedman has been 
— general agent for the same company, at Alexandria, 

a. : 

L. M. Hogsett, general freight agent for the Texas & Pacific 
since the termination of federal ‘control, has been appointed 
manager of the transportation department of the Chamber of 
Commerce, Houston, Tex. 

E. M. Rebard has been appointed assistant traffic manager 
for the Tonopah & Goldfield Railroad, at Goldfield, Nev. 

J. S. Mason has been appointed traveling freight and pas- 
senger agent for the Wabash Railway, at New Orleans. 

T. A. Mathews, Jr., has been appointed assistant general 
freight agent for the Rock Island, at Minneapolis. 

Thomas §S. Davant, vice-president in charge of traffic for the 
Norfolk & Western until last year, died at his home in Roanoke, 
Va., December 31, 1921. 

E. J. McVann, for years identified with cases before the 
Commission, and for four years secretary of the Smokeless Coal 
Operators’ Association of West Virginia, has terminated his 
connection with the association and has reentered the prac- 
tice of interstate commerce law, with offices in Washington. 
He went from Omaha to Washington to become associated with 
the coal interests, and when the government controlled the coal 
industry he became secretary of the association and devoted all 


-his time to the affairs of the operators and their organization. 


OIL CITY-FRANKLIN CLUB 


A new industrial organization has been formed, to be known 
as the Oil City-Franklin Trafiic Club, which bids fair to bring 
the cities of Oil City and Franklin, Pa., together in a business 
way. It will promote closer working conditions between the 
cities in traffic matters, and is meant to obtain better freight 
facilities and freight rate adjustments and increase the markets 
of both municipalities. . 4 

The election of officers resulted as follows: President, T. 
E. McLaughlin, Oil City; vice-president, L. G. Brown, Franklin; 
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secretary, J. D. Quinn, Franklin; treasurer, G. W. Ebert, Oil 
City; traffic advisers, G. W. Ebert, Oil City, and J. D. Quinn, 
Franklin. 

The officers have been active since the first meeting of the 
organization December 9 and have obtained fifty industries for 
the membership roll. Memberships have been taken out bv 
industries at the following points in Venango County: Oil City 
Franklin, Emlenton, Rouseville, Reno and MacClinockville, Pa. 
In view of the fact that the organization is made up of indus- 
tries in Venango County, it is exjected that traffic matters affect- 
ing the county will be handled by it. 


The following are the new officers of the Transportation 
Club of Decatur, Ill.: President, T. C. Burwell, traffic manager, 
A. E. Staley Manufacturing Co.; vice-presidents. Porter Milliken, 
secretary, Union Iron Works; L. F. Boss, district freight agent, 
Wabash Railway; secretary, 'S. F. Coay, traffic manager, Leader 
Iron Works; assistant secretary, H. L. Bechtel, chief clerk, traf- 
fic department, A. E. Staley Manufacturing Co.; treasurer, Miss 
Addie Hambleton, traffic manager, Mueller Fountain Fixture Co.; 
publicity agent, R. 'W. Richmond, secretary-treasurer, Review 
Printing and Stationery Co.; directors, R. D. Wood, secretary, 
Decatur Bridge Co.; R. L. Rees, traffic manager, E-Z-Opener Bag 
Co.; Ira E. Busher, traffic manager, Decatur Malleable Iron Co.; 
M. W. Trott, traffic manager, Comet Auto Co.; L. C. Bundy, gen- 
eral agent, Illinois Traction System. 





The San Antonio Traffic Club was organized December 16, 
1921, at a meeting at which about 50 representative San Antonio 
traffic men were present. A constitution was adopted, officers 
elected, committees appointed, and January 9 set as the date for 
the next meeting. The officers elected were as follows: Presi- 
dent, R. H. Schultz, traffic manager, San Antonio, Uvalde & Gulf 
Railroad; vice-president, Wallace Carnahan, Jr., Allensworth 
Carnahan Co.; L. B. McDonald, superintendent, Southern Pacific 
Lines; Carl Abbott, traffic manager, Elliott Jones & Co.; secre- 
tary-treasurer, R. L. Gohmert, freight claim agent, San Antonio, 
Uvalde & Gulf Railroad; directors, S. B. Weller, Newton Weller 
Company; F. L. Orr, division freight agent, I. & G. N. Railway; 
J. E. Pennington, general agent, M. K. & T. Lines; Fred E. 
Jones, freight claim agent, S. A. & A. P.; U. S. Pawkett, man- 
ager, San Antonio Freight Bureau. 

H. M. Garwood was the principal speaker at the annual 
banquet of the Houston Traffic Club, December 13. His subject 
was “Possibilities of a Good Traffic Club.” Incoming and out- 
going officers also spoke and there was an extensive program of 
amusement numbers. W. R. Scott, president of the Southern 
Pacific lines, gave an address on Houston’s traffic possibilities. 
The following are the new officers of the club: President, A. 
Kimbell, secretary, Houston Drug Co.; vice-presidents, Blakely 
Smith, Blakely Smith Steamship Agency; S. J. Westheimer, West- 
heimer Warehouse & Forwarding Co.; F. L. Salisbury, travel- 
ing freight agent, L. & N. R. R. Co.; secretary, F. A. Moulton, 
assistant traffic manager, Houston Chamber of Commerce; treas- 
urer, G. L. Thacker, traffic manager, South Texas Grain Co.; di- 
rectors: E. C. Nicar, Nicar, Felici & Co., Inc.; H. T. Bornefeld, 
city freight agent, G. C. & S. F. Ry. Co.; F. L. Clements, traffic 
manager, Gulf Pipe Line Co.; J. F. Hennessey, Jr., district freight 
agent, M. K. & T. Ry. Co.; E. Lk. Williams, traffic manager, South- 
ern Drug Co. 

The Traffic Club of Chicago will hold a memorial luncheon at 
the Hotel La Salle, January 12, in honor of Henry C. Barlow, 
traffic director of the Chicago Chamber of Commerce, a moving 
factor in the affairs of the club, who died recently. 


The annual dinner of the Milwaukee Traffic Club will take 
place at the Milwaukee Athletic Club, January 16. Henry A. 
Palmer, editor of The Traffic World, will speak on “Traffic Clubs 
—Their Opportunities,” and H. E. Byram, president of the C. 
M. & St. P., and W. H. Finley, president of the Chicago & North 
Western, will speak on topics not yet announced. 


The following officers have been elected by the Stark Coufity 
(Ohio) Traffic Club: President, A. J. Burns, traffic manager, the 
Bonnot Co.; vice-president, J. R. Ellis, traffic manager, Superior 
Sheet Metal Co.; secretary, M. L. Underwood, traffic manager, 
the Buckeye Cereal Co.; treasurer, W. E. Beamer, chief clerk, 
the Pennsylvania System. 


COMMISSION ORDERS 


The complaint in No. 13320, The Parkersburg Rig & Reel 
Co. vs. C. B. & Q. et al., has been amended by making the West- 
ern Pacific Railroad and Pacific Electric Railway additional 
parties defendant. 

The Texarkana & Ft. Smith Railway has been made an ad- 
ditional party defendant to the complaint in No. 12897, Eastern 


Texas Electric Company vs. Director-General and Texas & New 
Orleans Railroad. 
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The Pittsburgh, Chartiers & Youghiogheny Railway has been 
made an additional party defendant to the complaint in No. 
13321, The Parkersburg Rig & Reel Co. vs. Pennsylvania et al. 

The Southwestern Portland Cement Co. has been permitted 
to intervene in No. 13139, Graham & Gila Counties Traffic Asso- 
ciation vs. Arizona Eastern et al. 

The Southern Pine Association has been permitted to inter- 
vene in No. 13314, West Coast Lumbermen’s Association vs. 
Abilene & Southern et al. 

The complaint in No. 13284 has been amended by making 
the Pittsburgh, Cincinnati, Chicago & St. Louis Railroad an 
additional party defendant. 

The Southwestern Portland Cement Company has been per- 
mitted to intervene in No. 13260, Gila Water Company et al. vs. 
Arizona Eastern et al. 

The Myles Salt Company, Ltd., has been permitted to inter- 
vene in No. 13222, American Salt & Coal Co. vs. A. T. & S. F. 
et al., No. 13222 Sub-No. 1, Bevis Rock Salt Co. vs. A. T, & S. F. 
et al., and No. 13223, Royal Salt Co. vs. A. T. & S. F. et al. 

The Commission has reopened I. and S. No. 1384, potatoes 
from Minnesota, Wisconsin and upper Michigan to Central and 
Trunk Line territories, and has consolidated that proceeding with 
No, 13226, Andrews Brothers et al. vs. Akron, Canton & Youngs- 
town et al. 

The Commission has instituted an investigation under Finance 
Docket No. 2038 for the purpose of inquiring into all matters 
involved in the petition of Caldwell & Co., reorganization man- 
ager, in behalf of the Tennessee Midland Railroad Company, a 
corporation about to be formed for the purpose of acquiring the 
Tennessee Central Railroad, for approval of a proposed plan 
of .reorganization, a proposed loan under section 210 of the 
transportation act, and other things. A hearing will be held 
at Washington on January 16, before Examiner J. F. Gray. 

On request of complainants the following complaints have 
been dismissed: No. 13035, the Monongahela Power & Railway 
Co. vs. Director-General; No. 13042, Meyer-Albert Grocer Co. 
vs. Chesapeake S. S. Co. et al.; and No. 13034, Chicago Fire Brick 
Ce. vs. B & O. et.al. 

The Jackson Chamber of Commerce and the Detroit Board 
of Commerce have been permitted to intervene in No. 13313, 
Michigan Traffic League vs. Ann Arbor et al. 

The Board of Trade of Kansas City, Mo., has been permitted 
to intervene in No. 13215, Arkansas Jobbers & Manufacturers 
Association vs. C. R. I. & P. et al., and the Kansas City Southern 
Railway has been made an additional party thereto. 

The Michigan City Chamber of Commerce and Manufac- 
turers’ Club of Michigan City have been permitted to intervene 
in No. 13205, the Chicago, Lake Shore & South Bend Railway 
Co. vs. Lake Erie & Western et al. 

On request of complainants, the Commission has dismissed 
the following complaints: Nos. 13116, Central Wisconsin Supply 
Co. vs. Chicago, Terre Haute & Southeastern et al.; 13170, 
Dempsey Grocer Co. vs. A. T. & S. F. et al.; 13004, Grain Belt 
Mills Co. vs. A. T. & S. F. et al.; 13043, Meyer-Albert Grocer 
Co. vs. N. Y. C. et al.; 13084, Standard Oil Co. (New Jersey) 
vs. Director-General; 13009, Thompson-Wells Lumber Co. et al. 
vs. C. M. & St. P. et al.; 13019, Central Wisconsin Supply Co. 
vs. C. M. & St. P, et al.; and 13044, Meyer-Albert Grocer Co. 
vs. Grand Trunk Western et al. 

The state of Louisiana, Louisiana Public Service Com- 
mission and State Highway Department of Louisiana have been 
permitted in intervene in No. 13274, the National Association of 
Sand & Gravel Producers vs. Union Pacific et al. 


On petition of the applicant stating that it was unable to 
complete the branch line authorized to be constructed by the 
Commission’s report on Finance Docket 1142, in the matter of 
the application of the Central of Georgia Railway Co. for a cer- 
tificate of public convenience and necessity, by December 31, 
1921, the time limit set by the Commission, the Commission has 
granted an extension of time for completion of the branch line 
until April 30, 1922. 

Because the applicant is desirous of submitting additional 
data and information the Commission has granted a further 
hearing in Finance Docket 1469, in the matter of the application 
of the Gulf Ports Terminal Railroad Co. for a certificate of 
public convenience and necessity. 


LOCATION OF CARS 


The semi-monthly bulletin of the car service division of the 
American Railway Association on percentages of freight cars 
on line to ownership as of December 15 shows that in the East- 
ern district the percentage was 99, as compared with 94.3 a 
year ago; Allegheny, 98.6, as against 94.2 a year ago; Poca- 
hontas, 94.9, as against 75.4 a year ago; Southern, 97.3, as 
against 95.9 a year ago; Western, 98.4, as against 100.6 a year 
ago; Canadian roads, 95.3, as aginst 98.7 a year ago; total, all 
districts of U. S., 98.38, as against 95.8 a year ago. 

The per cent of home cars on home roads as of December 
15 was 72.6. By classes of equipment the per cents were as 


follows: Box, 62.6; refrigerator, 66.6; gondola, 80.7; stock, 
83.7; flat, 81. 
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Questions and Answers 


i=} 
| In this department will be answered questions of both legal and 
practical nature that confront persons Setting with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
\ and wide knowledge will answer questions relating to practical traffic 
} oblems. We do not desire to take the place of the traffic man but to 
¥ ce him in his work. Persons desiring immediate answer by mail or 
{ wire or a more elaborate treatment of any question—by the citation of 
\ authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
| traffic, that it may appear to us unwise to answer or that involves a 
fn 


situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 
Traffic Gervice Corporation, Colorado Building, Washington, D. C. 





Reconsigning Instructions—Proof of Receipt by Carrier 


Pennsylvania.—Question: On April 3, 1920, we shipped a car 
of lumber from Kingwood, W. Va., to Wheeling, W. Va., con- 
signed to ourselves. On April 6 we mailed delivery instructions 
to the agent of the Baltimore & Ohio Railroad at Wheeling for 
delivery at that point. Carrier contends car arrived at Wheeling 
April 11, that agent could not locate any delivery instructions 
and the matter was not brought to our attention until April 13, 
when we immediately furnished disposition, but this agent has 
charged $5 reconsignment, in accordance with rule 11, paragraph 
C., B. & O. Tariff I. C. C. 16915. 

It is Our contention that we complied with the law by mail- 
ing disposition April 6 and that it is not incumbent upon us to 
prove delivery of these instructions to the agent. 

We filed claim, but same has been declined, they quoting 
the case of N. A. Webster vs. New Orleans & Northeastern Rail- 
road Company et al. 

This is a strictly intrastate matter and we feel that we 
are absolutely correct in our contention, but are unable to quote 
authority therefor. Accordingly beg to ask if you can help us 
out. 

Answer: Proof of the mailing of a notice properly ad- 
dressed and properly stamped is prima facie evidence of delivery 
by due course to the addressee. This is, however, only a pre- 
sumption of fact and may be rebutted. 

As to interstate traffic, the Commission, in the case referred 
to, namely, N. A. Webster vs. N. O. & N. E. R. R. Co., 45 I. C. C. 
566, held that in the absence of proof that the defendant carriers 
received instructions to reconsign the shipment, they could not 
be held responsible for failure to deliver the shipment prior to 
the receipt of disposition orders. 

An intrastate shipment would necessarily be governed by 
the decisions of the state commission. 


Refund of Tax on Export Shipments 


lowa.—Question: During March and May, 1920, we paid a 
certain carrier war tax on a few shipments of export products, 
same getting by us through error. We asked them to refund 
this amount a couple of months later, and were advised by them 
that this could not be done, inasmuch as that particular month’s 
business had been settled with the government, in so far as war 
tax was concerned, and that we would have to handle through 
the Treasury of the United States for a refund. It seems to us 
that, inasmuch as all claims for overcharges on shipments sent 
to various claim agents when paid, also contain refund of war 
tax, and as they are often six months to a year old when paid, it 
would seem as though if the claim agents could refund war tax 
overcharges where there is an overcharge on shipments account 
wrong rates used, that they could also refund a straight war tax 
overcharge claim just the same. 


Answer: Article 115 of Treasury Department Regulations 49 
(Revised), which covers the adjustment of taxes on overcharges 
and undercharges, reads, in part, as follows: 

“Nothing in these regulations, however, authorizes an ad- 
justment of a tax by a carrier in any instance where, after col- 
lection of a charge and tax, it is claimed that the charge is 
entitled to exemption from the tax by reason of exportation, 
governmental use, or otherwise. All adjustments of taxes must 
be recorded. They must be supported by such evidences as will 
fully substantiate the correctness thereof, and such evidences 
must be kept in the respective offices through which such .ad- 
justments are made.” 

Articles 119 and 120 provide the procedure for securing a 
refund of the tax, article 119 providing that claims for refund 
of the taxes which may have been erroneously or illegally col- 
lected must be made by the person who actually paid the tax 
to the transportation company and that claims for refund should 
be prepared on Treasury Department Form 46 and filed with the 
Commissioner of Internal Revenue. 

Tariff Interpretation—Application of Minimum Class Rates to 

Articles Returned for Repairs—Subject to One-half Outbound 

Rates 


Minnesota.—Question: Please refer to your article on page 
1160 of The Traffic World under date of December 3, regarding 
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the application of minimum class rates and then refer to the 
Minnesota exceptions in Boyd’s Circular 1-P, item 1735. We 
would like to know your interpretation as to whether or not 
the minimum scale of class rates as shown in item 780 of the 
circular can be construed as applying in connection with item 
1735. Please note that the rating does not make reference to 
any minimum rate, but simply mentions the minimum charge, 
which we interpret to be 50 cents. It is our contention that item 
1735 provides commodity rate simply measured by the class 
scales for convenience in the publication of the commodity rate. 

Answer: As we understand your inquiry, the question is 
not as to the application of the minimum charge for the entire 
shipment, but whether or not an article returned for repairs on 
basis of one-half of the outbound rate is subject to the minimum 


rate per 100 pounds, as carried in rule 780 of Boyd’s Exceptions 
Circular 1-P. 


Since rule 1735 provides that shipments returned for repairs 
may be charged at one-half the outbound rate, on the face of it, it 
appears that one-half of the outbound rates, actually charged 
on the outbound movement (even though the outbound rate was 
made subject to a minimum rate also), should be applied to the 
return movement. For example: The first class rate from A 
to B is 30 cents per a given class tariff. “Reapers, S. U., L. C. L.,” 
are subject to the first class, per rule 1720 of the Exceptions. 
Rule 780, however, compels us to observe a certain minimum 
charge per 100 pounds, and such minimum charge or rate per 
100 pounds must be determined by applying the Western Classi- 
fication to the minimum rate thus fixed, because our shipment 
of “reapers” is moving on a “class” rate. Since Western Classi- 
fication accords ‘Reapers, S. U., L. C. L.,” first class rating, our 
minimum rate determined from the minimum rate scale, rule 
780, is 50 cents per 100 pounds. 


If these reapers are returned for repairs, they will be subject 
to the two rules or conditions:' (1) Application of one-half of 
the outbound rate; (2) if the returned rating is a “class” rate, 
it is subject to a minimum rate per rule 780, just as was the 
outbound shipment subject to the minimum rate. Whether the 
return rate is a “class” rate is determined by the outbound rate. 
on which the return rate is based. The outbound rate is a 
“double first class” rate. The return rate is “one-half the double 
first class” rate outbound. According to our view, the returned 
rate is, therefore, a “class” rate itself, just as we believe that 
one-half of fourth class, as applied to empty bottles is a class 
rate, and we see no difference between these “half rates” and 
“85 per cent of sixth class,” held by the Commission to be a 
“class” rate for the purpose of applying the minimum scale. The 
returned rate being a “class” rate, the shipment is subject further 
to a “minimum rate” fixed by use of the Western Classification 


and the minimum, rate scale, both of which are authorized in 
rule 780 of the Exceptions. 


The following may make the explanation clearer: The ex- 
ception circular and the class tariff work together in primarily 
determining the applicable rate; the classification proper and 
the minimum rate scale operate together in prescribing a “mini- 
mum” charge or rate per 100 pounds. The rate per 100 pounds 
as fixed by the exceptions circular and class tariff will prevail 
over a straight class rate and rating fixed by the tariff and clas- 
sification proper, because the exceptions take precedence over 
the classification, but the same does not take precedace over a 
“minimum” charge or rate fixed by using the classification and 
the minimum rate scale. When a rate, as determined by the 
exceptions circular and class tariff, is lower than the minimum 
rate fixed by the classification proper and the minimum rate 
scale, the latter governes and rule 780 of the exceptions circular 
so provides. 


Delivery—What Constitutes 


Ilinois—Question: A less-than-carload freight shipment ar- 
rived at destination, an agency station of a common carrier, and 
the consignee was notified to call and accept the shipment. The 
consignee sent his wagon for the goods, and the carrier’s agent 
showed the teamster where the goods were standing in the 
freight house. The package weighed about 500 pounds, which 
was too much weight for one man to handle, and therefore the 
teamster asked the agent for assistance in trucking the goods 
from their resting place in the freight house to the tailboard 
of the wagon. The freight handler was an employe of the car- 
rier and, it seems, placed the package on a hand truck, but 
while the truck was being pushed to the freight house door by 
the freight handler the package fell off the hand truck and the 
contents were badly damaged. Is the carrier liable for the dam- 
age, or has it been held that delivery was made when the goods 
were pointed out to the consignee’s teamster, and he asked for 
assistance in trucking them to his wagon? 


Answer: We can locate no cases which define the exact 
moment at which the liability of a carrier, as to L. C. L. freight 
received at its station for delivery to its patrons, terminates. 

As a rule, carriers do not permit the public to have access 
to their warehouses, and therefore the carrier must and usually 
does deliver freight at the tail-gate of the consignee’s dray. 

The usual custom of the carrier at a particular point would, 
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in the absence of some statutory provision or rule of the law, 
govern the delivery of freight at that point. 

If, at the point covered by the instant case, the customary 
manner of delivery is for the carrier to merely point out the 
freight in its warehouse, the negligence of the carrier’s servant, 
if it was such, in assisting the consignee’s servant cannot, in 
our opinion, be charged to the carrier, as he was not acting 
within the scope of his master’s business at the time, but was 
merely, as an accommodation, assisting the consignee’s servant. 

If, however, it is customary for the carrier to make delivery 
at the tail-board of the consignee’s dray, even though the con- 
signee’s servant agreed to accept a delivery short of that point 
by going into the warehouse of the carrier for the purpose of 
taking possession and removing the freight, the fact that the 
carrier’s servant took charge of and in moving the freight from 
the warehouse to the consignee’s dray, damaged the same, im- 
posed upon the carrier a carrier’s liability for the safe delivery 
of the goods to the consignee and consequent liability for neg- 
ligence. i 
Liability of Telegraph Companies for Error in Transmitting News 

Minnesota.—Question: We are receiving the Commercial 
News Department service for a fee of $15 per month and on one 
occasion this department made a mistake in the transmittal of 
a market quotation on wheat to the extent of causing us a loss 
of $27. We filed a claim with the Commercial News Department 
for our loss of $27 and this department declined the claim on 
the grounds that the provisions governing the service it gives 
releases it from all pecuniary liability. There are conditions and 
stipulations surrounding the dispatch of straight Western Union 
Telegraph Company messages, and we believe, according to the 
rulings of courts that these conditions and stipulations also apply 
to C, N. D. Service messages, particularly as far as measure of 
damages is concerned. We shall appreciate your views as to 
the measure of damages in this matter. 

Answer: It is no part of the general duty of a telegraph 
company to collect and transmit news of any kind unless it con- 
tracts to do so. But it may enter into agreements to furnish 
news reports and may make the collection and transmission of 
market reports, stock quotations, and other news, a special de- 
partment of its business. Western Tile Co. vs. Stevenson, 128 
Pa. St. 442, 15 Am. St. Rep. 687. 

In such cases it becomes liable for all damages occasioned 
to its patrons through its furnishing incorrect information, and 
this whether the error occurred in the process of transmission 
or existed in the information as originally received by it. The 
company, in such cases, assumes duties beyond those incumbent 
on it as a mere carrier of messages for the public and cannot 
escape liablity by showing a mere correct transmission. Turner 
vs. Hawkeye Tel. Co., 20 Am. Rep. 605; New Orleans Bank vs. 
Western Union Tel. Co., 27 La. Ann. 49. . 

Conflict Between Percentage Scale in Class Tariff and Classifica- 
tion Exception Sheet Governing Class Tariff 


Ohio.—Question: During the months of March to November, 
1919, we had several carloads of silica shipped from East St. 
Louis, Ill., to Cleveland, O., via C. C. C. & St. L. R, R., when 
bills of lading were issued by shipper, rate of 18% cents was 
inserted on them and signed for by freight agent. 

c. c. Cc. & St. L. R. R. now claim that correct rate was 19 
cents and that authority for this rate is W. Cameron’s Tariff 
I. C. C. D-107, which says that sixth class rate is 23 cents, and 
80 per cent of this is 19 cents. 

We claim that Exceptions to Official Classification 130-K 
says that silica in carloads takes 80 per cent of sixth class rate; 
we also claim that this same tariff under “table of rates to be 
used where rates are based on a percentage basis of class rate” 
it says that when sixth class rate is 23 cents, 80 per cent would 
be 181%, and as Tariff 130-K names a lower rate than D-107, we 
are entitled to the lowest rate, or 18% cents. You will also note 
that 80 per cent of 23 actually equals 18.4. 

Are we correct in claiming that the rate shown in excep- 
tions should apply or take preference over rate shown in Cam- 
eron’s Tariff I. C. C. D-107; also advise if you have any record 
of receiving a ruling on this before? 

Answer: It should be observed that the following note pre- 
cedes the table of rates to be used where rates are based on a 
percentage of class rate carried in the Exceptions to the Official 
Classification: ; 

“Note.—The rates in the following tariff will apply only in 
the absence of rates otherwise specifically provided on the same 
commodities.” : ‘ 

Inasmuch as rates are otherwise specifically provided. 
namely, in the class tariff, and, furthermore, that it is a rule of 
tariff interpretation that specific provisions in the tariff con- 
taining the rate take preference over provisions carried in the 
classfication and exceptions thereto, unless otherwise provided, 
we are of the opinion that the percentage scale provided for in 
the tariff is the one which must be used. 

Conversion—Measure of Damages for 


Ohio.—Question: With reference to your reply to our in- 
quiry in the December 10 issue of The Traffic World, page 1230. 
We cannot interpret the application of the word “conversion” 
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to the problem at hand and would be glad if you would answer 
yes or no to the one question put to you in our letter referred to 
above. “Can the delivering line be held for the replacement 
value of the lumber?” 

Answer: A delivery by a carrier to the wrong party con- 
stitutes conversion on the part of the carrier. 

The measure of damages for the conversion by a carrier of 
goods intrusted to it for transportation is the value of the goods 
at the time and place of conversion, namely, the destination of 
the shipment, less the freight charges and plus interest. 

We know of no decisions to the effect that the carrier must 
pay damages on the basis of the advanced price of a duplicate 
shipment, the measure of damages being the value of the ship- 
ment at destination at the time of conversion. 


Damages—Measure of, for Delay to Seasonable Goods 


Oklahoma.—Question: Please be referred to your answers 
to “Minnesota” in The Traffic World of November 19, in ref- 
erence to damage due to delay in transit. 

It is my understanding that the measure of damage in a 
case of this kind is the difference between the value at the time 
shipment did arrive at destination and the market value at the 
time it should have arrived in the ordinary course of transporta- 
tion. The quetsion that arises is “what is the market value of 
a shipment?” Due to delay in transit, a seasonable article ar- 
rives at a certain destination after the season is entirely over. 
The manufacturer can and will quote prices applicable at the 
destination in question and at that particular time, but there is 
no sale for the article at that particular destination and time, at 
the regular prices as quoted by the manufacturer. Is there a 
court decision stating just what would be the market value of 
shipment this kind? It is my understanding that the market 
value of any shipment at any point is the price that the goods 
could be sold for at that time and place on the open market and 
not the prices quoted and asked by manufacturers for such goods. 

Answer: In two New York cases, namely, Steinberg vs. Erie 
R. Co., 172 N. Y. S. 921 (affirming judgment in 170 N. Y. S. 893), 
and Bawer vs. Barrett, 171 N. Y. S. 323, the goods for which the 
plaintiffs were asking for damages for unreasonable delay in the 
transportation thereof, were seasonable goods. The carriers con- 
tended that the goods being seasonable and therefore subject to 
a violent decrease in the market price between date of delivery 
and the time they should have been delivered, the ordinary or 
market rule of damage for delay in transit should not govern 
the liability of the carrier. It was held, however, that the sea- 
sonable character of the goods did not create an exception to the 
general rule, so as to make the damage special and therefore 
recoverable only when the carrier has been advised of the special 
circumstances which rendered a prompt transportation and de- 
livery of the goods at their destination necessary. 


The goods in both cases, even though seasonable, had a cer- 
tain market value, and in the instant case the goods have, no 
doubt, some market value, even though it is but a small part 
of the market value at the time the goods should have arrived. 
The difference between this latter value and the value at the 
time of arrival, and not the market quotations of the shipper, is, 
in our opinion, the amount for which the carrier is liable. The 
aboye referred to cases are the only ones we have been able 
to loeate which bear upon the question. 


Reconsignment—What Constitutes 


Maine.—Question: A car of oats consigned from Milwaukee 
to a point in this state reached billed destination, was opened by 
the consignee, found to be hot, ordered back to the nearest point 
where there were facilities for cooling at full local rate: This 
constituted a direct back-haul of one hundred miles over the 
exact route traveled by the car to original destination. 

Does this constitute a reconsignment or a reshipment, and 
is this shipment chargeable with the regular reconsignment 
charge assessed against shipments while in the regular forward 
movement to billed destination? 

Answer: In our opinion the manner in which the shipment 
in question was handled constituted a reconsignment and not a 
reshipment, and the reconsigning charge is properly assessable. 
Northern Brokerage Co. vs. Director-General et al., 60 I. C. C. 982. 


Refund of Tax on Passenger Fares 


Ohio.—Question: The publication on page 1184 of the De- 
cember 10 number of The Traffic World of the department’s 
rulings re collection of freight and passenger transportation tax, 
is most timely and appreciated. 

With regard to refund of proportionate part of tax collected 
on tickets and Pullman accommodations, it is not altogether 
plain, whether, as to round-trip ticket sold in 1921 and partially 
used in that year, the return journey being effected from the 
terminal or destination of the ticket in 1922, the tax refund will 
be 50 per cent, or whether the tax bill will be figured on a basis 
of the one-way fare from the selling point to destination. 

To illustrate: A one-way fare of $100 would carry trans- 
portation tax of $8, and round-trip ticket at $170 would carry a 
transportation tax of $13.60.- Will the refund on a’ round-trip 
ticket be $6.80, or will it be the difference between $8, the tax 
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on the transportation cost of a one-way journey, deducted from 
the tax paid on the round-trip ticket, or $5.60? 

Answer: If the return portion of the round-trip ticket is 
used by the traveler, we are advised by the Treasury Depart- 
ment, that he is entitled to a refund of the tax on one-half of 
the round-trip fare, or $6.80. 

If, however, the return-trip ticket is redeemed by the trav- 
eler, he is entitled only to a refund of the tax on the amount 
of the fare which is refunded by the carrier. 


Duty of Carrier to Notify Consignor of Refused or Unclaimed 
Freight 


California.—Question: We occasionally ship carload lots of 
perishable goods, such as watermelons, fresh vegetables, etc., 
from various points of origin, billing same on straight bills of 
lading to ourselves as consignees at-East Portland, Ore. We 
have no representation at this point of destination in our name, 
merely billing to that point as a matter of convenience to our- 
selves in diverting cars to other points in the northwest. Under 
these circumstances, and inasmuch as there is no consignee at 
destination by the name to whom such cars are billed to which 
the railroad could send their usual notices of arrival, we would 
like to have you advise us whether or not the carrier may be 
held liable because they did not notify the shippers of non- 
delivery within a reasonable time after arrival. In other words, 
the carrier could not notify the consignee, for there was at 
destination billed, no such consignee to accept notice. In the 
absence of consignee at destination, could the carrier be held 
responsible for damages caused by deterioration during five days 
which the car was held awaiting disposition, the shipper not 
being notified that the car had arrived at destination? 

Answer: Paragraph 2-A of section E of the National Car 
Demurrage Rules provides that, when unclaimed perishable car- 
load freight has not been disposed of within two days from the 
first 7 a. m. after the day on which notice of arrival has been 
sent or given to consignee, notice to that effect shall be sent by 
wire to consignor, when known, or, when not known, to agent 
at point of shipment, who shall be required promptly to notify 
the shipper, if known. 

The courts have held that a carrier must exert reasonable 
efforts to inform the consignor, when perishable goods are re- 
fused at destination, or it will be liable for injury to the goods. 
This should apply to unclaimed goods also. 

However, in our opinion, a more satisfactory method, and 
one more fair to the carriers in the handling of your goods, 
would be for you to place reconsigning instructions as early as 
possible with the carrier at point of origin or point of recon- 
signment, instead of waiting for notice from the carrier that the 
car is unclaimed at destination. 


Limitation of Liability—Agency in Making Contract with Carrier 


Michigan.—Question: We, as wholesalers and jobbers, re- 
ceived a customer’s orders, which included three items not reg- 
ularly stocked by us. These were purchased by us from another 
wholesaler, who made the shipment by express direct to our 
customer, invoicing goods to us, declared valuations on express 
receipt being the same as invoiced to us. The shipment was 
delayed in transit, resulting in one item being worthless. Claim 
was filed on basis of our invoice to consignee, which the express 
company declines to pay, holding that the extent of their liability 
is value declared by shipper, who was in reality our agent, ac- 
count title to property passing to us at time shipment was de- 
livered to the express company. 

Can you advise if the Commission or courts have ruled on 
extent of liability of the American Railway Express Company 
to intermediate party in cases of this kind? If not, is it your 
opinion that the position of the express company is in conflict 
with the law making them liable to the owner of the property 
transported for the full value of loss, damage or injury sus- 
tained? The goods were shipped on a bona fide order with the 
shipper’s declared value and our value as invoiced to the con- 
signee, both under $50. 

Answer: The courts, in general, hold that one who has 
authority to ship goods for another has thereby implied authority 
to make a contract for their shipment involving a limitation of 
the carrier’s liability. York Mfg. Co. vs. Ill. Cent. R. R. Co., 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
Classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 

point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 

AFFIC WORLD, 418 South Market Street, Chicago, IIl. 


POSITION WANTED—By aggressive young man of 27, havin 
broad knowledge of traffic management as applied to flour milling an 
mixed feed industries. Understand transit principle in theory and 
operation. Can supervise and co-ordinate unloading, packing and 
Oading departments, insuring efficient operation on most economical 
basis. References. Address F. E. 8., Traffic World, Chicago. 
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CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Delivery Service and Carload 
Distributors 


The original Seal is ju N E W W A Y 


to stay until opened by 
the carrier’s agent or con- Use the 1921 Model 


req TMgar Steel Seals 


-Automobiles, Flour, 
Someone tampered with Grain, Steel, Everything 


this seal. Anything where a part can be taken out. 
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Prevent the necessity of claims by elimi- 
nating the temptation to cover up theft. 


Send full shipments and know 
they will get there 
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NEW YORK WATERFRONT 


STORAGE AND HANDLING RATES ARE LOW. 
DON’T LET GENERALIZATIONS TURN YOU 
FROM WAREHOUSING MOST ADVANTAGEOUS- 
LY WITH US IN THE WORLD’S GREATEST PORT. 


OBTAIN UNQUESTIONED FACILITIES: CLEAN— 
DEPENDABLE — STANDARDIZED WAREHOUS- 
ING. SELECT YOUR WAREHOUSEMAN AS YOU 
WOULD YOUR OWN BANKER. 


MERCHANDISE STORAGE CO., Inc. 


FOURTH AVENUE AND SIXTH STREET, BROOKLYN, N. Y. 


THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 
BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 
Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 
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2 Wall. 107; Waldron vs. Fargo, 62 N. E. 1077 (N. Y.); Donovan 
vs. Wells, 177 S. W. 839 (Mo.). 


Notice of Arrival of Shipments at Non-Agency Stations 


Nebraska.—Question: We have a claim similar to that of 
“Ohio” as described in your issue of December 10, 1921, in- 
volving a shipment unloaded at a non-agency station in Penn- 
sylvania. 

The carrier has taken the stand that inasmuch as the ship- 
ment was billed prepaid and destined to a non-agency station, 
after being unloaded from the car, a shipment is entirely at the 
risk of the owner. 


It does occur to us that the law in several instances is very, 


lenient toward some of thesé carriers. After they have made 
a mental reservation of their liability, they sometimes seem to 
have the courts at their mercy as well. Why does not the law 
require a common carrier to notify the consignee at a non-agency 
point of the arrival, either by post card from its billing agent, or 
by a post card from receiving agent handling the business for 
the non-agency? 

We understand, in a number of instances, shipments move 
so irregularly and untimely that our customer could not be at 
the platform every time awaiting the shipment, when he was 


uncertain of its arrival. It seems to us that it should be the duty. 


of the carriers to inform consignée at a non-agency point when 
he should look for the shipment. 
May we inquire what the courts have decided in a case of 
this kind and also whether or not we can recover our loss? 
Answer: The uniform bill of lading provides that property 
destined to a station at which there is no regularly appointed 


freight agent shall be entirely at risk of owner after it is un; 


loaded from cars. 

The notice of arrival which, under section 1 of the bill of 
lading, is to be given, pertains particularly to shipments con- 
signed to stations at which there are regularly appointed agents. 

However, it is the general practice for the agent at the 
station which has charge of a non-agency station to send notice 
of arrival to the consignees located at non-agency stations, upon 
arrival of waybills covering shipments consigned to such non- 
agency stations at the agency station. This may or may not be 
before arrival of the goods at the prepay station, depending 
upon whether the waybills are forwarded by the train which 
carries the freight or by mail prior to the time the goods leave 
point of origin. 

Inasmuch as the carrier’s liability for loss of shipment con- 
signed to non-agency points ceases, after shipments are unloaded 
at non-agency stations, and that notice to consignees at non- 
agency stations may or may not reach the consignee prior to 
the delivery of the shipment, depending upon when notice is 
mailed by the carrier, the carrier cannot be held responsible 
for loss of shipment at non-agency stations, although it would 
seem to be a reasonable requirement that carriers give con- 
signees notice of arrival as early as possible, so that the con- 
signee may arrange to secure his freight upon arrival or as soon 
thereafter as possible in order to minimize the chances for loss 
of or damage to such shipments. 

See Allam vs. Penn. Co., 38 A. 709, for a discussion of the 
duty of carrier with respect.to the delivery of freight at non- 
agency stations. , 

Liability of Carrier for Damage from Freezing Resulting from 
Unreasonable Delay 


Tennessee.—Question: A shipment of perishable produce 
was made to a certain point which should have reached destina- 
tion the following day, and at any rate been ready for delivery 
the third day. However, the shipment was delayed four days 
and the weather turned much colder and the shipment was 
frozen. 

The carriers now advance the argument that, although the 
shipment was delayed, that they are not liable for the damage 
because same was occasioned by freezing. It is our contention 
that if the shipment had been delivered within a reasonable 
time then the damage would not have occurred, as it should 
have been in the hands of the consignees before the change in 
temperature. 

Answer: Notwithstanding the divergence of opinion as to 
whether or not freezing is an act of God which relieves a carrier 
from liability, it has been held that the carrier must not con- 
tribute to the injury by any negligent act of its own and a carrier 
is therefore liable for injuries to vegetables caused by freezing 
where the shipment was unreasonably delayed in transit. See 
McGraw vs. B. & O., 41 Am. Rep. 696 (W. Va.); Bivens Bros. vs. 
A. C. L., 97 S. E, 215 (N. C.); White vs. Ry. Co., 126 N. W. 533 
(Minn.), and Young vs. Me. Cent., 93 A 48 (Me.). 


Consignee’s Right to Inspect Goods 


New York.—Question: Referring to your issue of December 
10, 1921, in reply. to “Ohio” regarding liability of carrier for 
loss or damage after arrival at non-agency station. 

What is your opinion as to the liability of a carrier where 
an order notify bill of lading was issued to a non-agency station 
and the carrier allowed consignee to make an inspection of the 
property before surrender of such document? 
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Answer: The order bill of lading contains a provision to 
the effect that inspection of the property covered thereby will 
not be permitted, unless provided by law, or unless permission 
is indorsed thereon or given in writing by the shipper. 


As a general rule, in the case of an executory contract of 
sale, the buyer is entitled to a fair opportunity to inspect or 
examine the article or commodity tendered to see if it conforms 
to the contract and, if it does not do so, to reject it. 


It is the general rule that where goods are ordered of a 
specific quality, which the seller undertakes to deliver to a 
carrier to be forwarded to the buyer at a distant place, the right 
of inspection, in the absence of any specific provision in the 
contract, continues until the goods are received and accepted 
at their ultimate destination; in such a case the carrier is not 
the agent of the’ buyer to accept the goods as corresponding 
with the contract, although he may be his agent to receive and 
transport them. Assuming that the title vests in the buyer on 
delivery to the carrier, it is at most, as between the parties, as 
conditional title. subject to the right of inspection and rejection 
on arrival at the point of destination for non-compliance in 
quality, etc., with the terms of the contract. 


If the carrier permits an inspection of the goods contrary 
to its undertaking, as expressed in the order bill of lading, which 


causes damage to the freight, the carrier apparently may be held 
liable in damages. 


However, unless the provision in the bill of lading may be 
considered a part of the contract of sale, the provision is of 
little force and effect, and particularly is this true in a state 
where by law the purchaser has the legal right to inspect the 
shipment under the particular contract of sale. 


Liability of Commission Brokers for Undercharges 


tllinois—Question: A car of lumber is consigned to a broker 
or wholesaler at a reconsigning point. The shipper sends a 
memorandum of contents to the consignee, with instructions to 
sell the shipment on consignment, that is, dispose of it at best 
obtainable price and attend to details of reconsignment and de- 


livery and remit proceeds to the shipper less the broker’s com- 
mission. 


The broker sells the car and reconsigns same, invoicing it 
to the purchaser under the broker’s name. Freight charges are 
collected from purchaser and deducted from his settlement with 
broker, who in turn deducts freight charges and his commission 
from settlement with shipper. Subsequently a bill for addi- 
tional freight charges is.presented, which the purchaser refers 
to-the broker, and broker advises the railroad that shipment 
was handleed by him on a consignment basis only, and addi- 
tional freight should be collected from the shipper. 


Is the broker in this case liable for the uncollected charges? 
We understand that decisions have been made in the case of 
produce brokers that they are not responsible for such charges. 
We ask that you give us your opinion in the matter and cite 


court or Interstate Commerce Commission rulings, if such are 
available. 


A point in connection with this is that the broker in ques- 
tion, in giving reconsigning instructions, advised the railroad 
that he is handling the shipment on a consignment basis, acting 
as agent for the shippers, mentioning them by name. 

Answer: In the case of the N. Y. C. & H. R, R. R. Co. vs 
York & Whitney, decided by the Supreme Court of the United 
States on May 16, 1921, the court held that a commission mer- 
chant was liable for an undercharge in freight charges, notwith- 
standing the fact that the carrier had notice that he received 
the goods merely in the capacity of a factor or agent. 

Apparently, under this decision, you can be required to pay 
the undercharge. 


Shipper’s Load and Count 


Massachusetts,—Question: In regard to shortages from 
shipper’s load and count cars which arrive at destination with 
seals intact, is it possible for the carrier to establish a precedent 
in regard’to a particular shipper who, on a certain occasion, had 
an overcharge in such a car? We have had a claim declined on 
the basis that shipper in question had loaded a previous car which 
checked over, showing positive evidence of wrong loading, and 
the argument is if they load one car wrong others can be wrong 
and cars which show shortages with seals intact are loaded that 
way by this shipper. The writer’s understanding is that the 
records of one car have nothing to do with records of another 
car, and the facts having been explained to the shipper, should 
he persist that the full amount was loaded in the car on which 
there was a shortage and supports his statement with affidavits 


that the transportation company should settle the claim on its 
merits. 


Answer: The facts regarding the loading and transporta- 
tion of one car have nothing whatever to do with the loss of 
goods from another car. The only question involved is whether 
as to this particular car, the amount claimed was loaded in the 
car, and a lesser amount was received at destination, the burden 
being upon the shipper to prove this. If such proof is made 
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Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 
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San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
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application 


THE STEELE STEAMSHIP LINES, Incorporated 
GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Inc. 50 Broad St. 


Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 
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Liner Service: Liverpool, Manchester, Glasgow, 50 ' ¢ HURG beg PRLEANS 
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Kansas City Southern short line from all points on its line, also 
8.S. MAIDEN CREEK.................0. Due Mobile February Ist from NEW ORLEANS, HOUSTON, GALVESTON 
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SE I a bie. is i sineea vee Arwen ene ; e = eae : 
NRE es ot cae Lake Charts cach day, maleng third morning detery im Kan 
HAMBURG and BREMEN Two Through Manifest Trains from points Shreveport and 
ee CO ee te Due Mobile January 28th north, making second day delivery in Kansas City. 
We are the largest handlers of 
BRISTOL CHANNEL and WEST COAST ? RICE, SUGAR, COFFEE 
DG, MIP OUI... ooiece oe coe tececesesee« Due Mobile February 10th from this producing territory to Kansas City and points beyond 
and via our various connections south of Kansas City to their dis- 
e e tributing territory. Special attention given to these commodities. 
Waterman Steamship Corporation 


ROUTE YOUR TRAFFIC CARE 
The Kansas City Southern Ry. 


7 » E: 1 H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice-Pres. 
Our Service Backed by 18 Years’ Experience a &! pone Se lee-Pre 


MOBILE, ALABAMA 
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the burden is then upon the carrier to prove that the loss did 
not result from negligence on its part. 


Liability of Telegraph Company for Negligence in the Trans- 
portation or Delivery of Messages ‘ 

Michigan.—Question: We understand that the Western 
Union Telegraph Company, in compliance with the Commission’s 
order in the case of limitation of liability in transmittng tele- 
grams, 61 I. C. C, No. 541, filed wth the Interstate Commerce 
Commission supplement 3 to their tariff 464, effective July 13, 
1921, which provides in part as follows: “In any event the 
company shall not be liable for damages, mistakes or delays 
in the transmission or delivery or for non-delivery of any mes- 
sage received for the transmission at the unreceipted message 
rate beyond the sum of $500.” 

On June 29, 1921, prior to the filing of the supplement above 
referred to, the Western Union made an error in transmitting 
an interstate message, which resulted in a loss to us, and in 
filing claim to recover this loss, we were advised by the Western 
Union Telegraph Company that, owing to the Interstate Com- 
merce decision of last May, they cannot settle any claims in 
excess of their liability, which in this case is the amount of 
the tolls paid for the message. What we wish to know is if 
it is true that prior to July 13, 1921, if the Western Union Tele- 
graph Company were restricted by a rule of the Interstate Com- 
merce Commission against paying a claim which is directly due 
to the negligence on the part of their employes. 

Answer: Prior to its compliance with the Commission’s 
order in Docket 11524, 61 I. C. C. 541, the liability of the Western 
Union Telegraph Company for errors or delays in the receipt, 
transmission and delivery of unrepeated messages was limited 
to the amount received for sending the same, which limitation 
was found not to be unreasonable or otherwise unlawful by the 
Commission in its opinion in the Unrepeated Message Case, 
Docket 8917, 44 I. C. C. 670. 


Furnishing Cars—Minimum Weights 


California.—Question: A shipment made some time during 
May, 1916, consisted of cotton waste weighing 30,000 pounds 
and was offered for transportation to the Pennsylvania Railroad, 
the shipper requesting a car of sufficient size to accommodate 
30,000 pounds cotton waste. In an effort to furnish this equip- 
ment the carrier found it impossible for them to furnish and in 
turn furnished two cars for their own convenience, loading one 
car with 25,000 pounds and the overflow into the second car. 

Upon receipt in San Francisco of the 25,000 pounds car, 
carrier assessed minimum of 30,000 pounds on this car, contend- 
ing that the tariff minimum in effect at that time was 30,000 
pounds. A few days later the overflow arrived and they in turn 
wanted to assess us on overflow at carload rate. 


It is the writer’s opinion that, due to the fact that two cars 
were furnished before shipping for carrier’s convenience, actual 
tariff minimum at the carload rate should have been protected 
on the two cars, irrespective to what was loaded into each one 
of them. 

Answer: Where there is a uniform minimum for cars of 
all lengths, the carrier is not required to furnish a car of any 
specified length, but is under the duty of establishing a minimum 
weight that can be reasonably loaded into a car of the size 
furnished. Tull & Gibbs vs. N. & W. Ry. Co., 55 I. C. C. 17. 

If, however, the tariff naming the rate contained a two-for- 
one rule applicable in connection therewith, the provisions 
thereof govern, provided your order for a car definitely specified 
the size of the car desired. 


Duty of Carrier to Notify Consignor of Refused or Unclaimed 
Freight 


Wisconsin.—Question: On May 22, 1919, we forwarded a 
shipment of rubber repair goods to a consignee in Youngstown, 
O., which shipment checked one box short at destination. Claim 
was filed for this loss, but no definite action could be obtained 
from the railroad company until recently, when we were ad- 
vised that this case had been found over at Youngstown, and 
forwarded to their unclaimed store at Cleveland, O., where it 
was sold on November 12, 1919. for $4.25; that if we would 
amend our claim accordingly, settlement would be made. 

We do not feel that this decision is just, inasmuch as we, as 
shippers, were never notified that this box remained on hand 
unclaimed, although the carrier states that consignee was noti- 
fied o three different occasions. Kindly advise us what action 
to take. 

Answer: Under the storage tariffs a carrier is required to 
notify the shipper of refused or unclaimed freight. A bailment 
of goods to a carrier confers no power to sell. The contract 
relates to their transportation and the carrier has no implied 
right to sell them under ordinary circumstances. It has been 
held that, in the absence of a statute otherwise providing, it is 
the duty of a carrier to notify the shipper before selling the 
goods where it is practicable. Ordinarily, a sale without such 
notice to the shipper will constitute conversion, rendering the 
carrier liable for the value of the goods as in other cases of 
conversion. Va., etc., R. Co. vs. Cox, 144 S. W. 1196; Chicago, 
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etc., R. C. vs. Cleaver, 106 S. W. 720; Dudley, etc., vs. Chicago, 
etc., R. Co., 58 W. Va. 604, 52 S. E. 718. 


The carrier should therefore pay you the value of the goods, 
retaining the amount realized from the sale of the goods. If 
a voluntary settlement cannot be secured, your only recourse is 
to file suit. 

Ratification of Unauthorized Delivery 


West Virginia.—Question: May 31, 1920, we shipped to a 
station, which we shall designate “A,” a carload of lumber. A 
few days later we requested car diverted to a station that will 
be termed “B.” Diversion instructions were not followed up 
by us and it was supposed car had been diverted to “B,”’ but 
consignee at “B” stated it had not. Tracing developed that car 
had not been diverted, instructions being received too late to 
do so, and shipment arrived, as originally billed, at “A.” This 
car was consigned to ourselves and agent at “A,” through error, 
delivered car to another consignee. His contention was that, 
inasmuch as we had in the past shipped several cars to this 
particular consignee, all consigned to ourselves and delivered to 
consignee on written order for each car, he supposed this car 
was to be handled accordingly. October 9, 1920, car was reloaded 
at “A” and billed to “B.” In the meantime the market had 
dropped and we did not sell because of the low price. June 13, 
1921, we advised the carrier full circumstances, stating lumber 
would be sold as soon as reasonable price could be obtained, and 
made claim for the difference, owing to railroad error in deliv- 
ering at “A” without proper instructions. We have just sold 
this material and are now making claim. Is this claim prope! 
and is there any statute that would bar same? 

Answer: Inasmuch as you accepted a return of the goods 
from the carrier after its having converted the goods by deliv- 
ering same to the wrong party, you could recover nominal dam- 
ages only. Rosenfield vs. Express Co., 20 F. Cas. No. 12,060. 

Furthermore, as the uniform bill of lading provides that 
claims for loss, damage or injury to property must be made in 
writing to the originating or delivering carrier within six months 
after delivery of the property, or, in case of failure to make, 
delivery, then within six months after a reasonable time for 
delivery has elapsed, your failure to file a claim or notice thereof 
within the stipulated time constitutes a defense to the carrier. 


Wasting—Service Covering by Charge Therefor 


Ohio.— Question: We take over cinders from a municipal 
corporation for disposal. When we are unable to dispose of 
them to advantage it is necessary that we turn the cars over 
to the carrier in this city for wasting purposes, we paying the 
wasting charge of 69 cents, in accordance with Kelly’s I. C, C. 
770. 

It seems that the carriers also load this material into cars 
from their yards, and turn them over to our competitors free 
of any excess charges whatever. It is necessary for us to pay 
the switching charge on the cars from the plant where the cin- 
ders are loaded to destination, whereas our competitors receive 
them from the carriers free, on their own line. For instance, 
if they are delivered on the line loaded, the rate is 42 cents per 
ton, or delivered to a connecting line 56 cents per ton. 

The wasting charge, as we understand, according to tariff, 
covers the handling of the material, that is, the unloading of 
the cinders by the carriers, and the unloading and labor is 
included in the 69 cents per ton. If the carriers see fit to turn 
whatever cinders we give them for wasting over to other parties, 
it should prevent the carriers from charging the 69 cents wasting 
charge. 


We would like to find out if the carriers could not be com- 
pelled to turn the cinders over for wasting and not to one of 
our competitors for sale. In other words, our competitors, when 
they receive cinders from the railroads free, can sell them for 
any cost whatever, whereas we are compelled to pay the freight 
on the cars, and if we have to give the cinders away, the freight 
would have to be included, regardless of what disposition was 
made of them. 


Our contention is that the 69 cents per ton on such wasting 
is illegal, and would appreciate if you will kindly advise us fully 
in regard to the matter. 

Answer: As we understand the matter, the trouble arises 
from the fact that even though under your contract, you pay 
nothing for the cinders, they really cost you something, by rea- 
son of your having to dispose of the entire output, which entails 
your paying the carrier for wasting the cinders you cannot sell, 
while, at the same time, your competitor receives at the place 
wanted, free of cost and freight, the surplus cinders of the car- 
riers and cinders which have been delivered by you to the carrier 
for wasting, thereby enabling your competitor to fill orders at a 
lower price than that at which you can make delivery, as well 
as orders which, but for the fact that the cinders turned over 
by you to the carrier for wasting, could not be filled by your 
competitor, thereby depriving you.of possible sales. 

Undoubtedly the carrier in delivering the cinders to your 
competitors is removing them from the premises, of the mu- 
nicipal corporation, but whether it is wasting them within the 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 


American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 
Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 
Boston Phila. New York 


ee EE, dhiecsccctencs  ombiawes Jan. 7 Jan. 12 
8.8. KENTUCKIAN .......... pee Jan. 19 
i 2 II 5is0iht 400 o eee nee _ pawiomes Jan. 21 Jan. 26 
ey) SS eee Feb. 2 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 


Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
OEE Ie ee ae ee Se ee Jan. 7 
SB. GO TI hc .o0iccciciccccws.cvesh ses cececees Jan. 12 
i ET No voi 516 ow 6.10 eaeiereie a ivi cisin'o wee er ois Jan. 19 
S.S. ¢BAYERN ......... Oe ee ere Jan. 26 
o PE EME: © alo6:0/0¥ d154004 dis'cinns eeewwiere® Feb. 2 


*Carries third-class passengers. 
¢Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 


S8.S. THEMISTO (via Baltimore)...................000. Jan. 21 
S.S. OREGONIAN (via Baltimore).................... Feb. 19 


BOSTON TO BREMEN AND HAMBURG 


S.S. CLARKSBURG (via Baltimore and Norfolk)...... Jan. 5 
S.S. CALLISTO (via Baltimore and Norfolk) Feb. 


BALTIMORE TO BREMEN AND HAMBURG 


8.S. CLARKSBURG (via Norfolk).................200- Jan. 12 
Ree, MEIN cia sic'c sors ens. Balnebiobeow'b) epecnsclndiowseiia Jan. 28 
SB. CATIA Cerin Narlelle)  o:..ccccccccncccscccvcve Feb. 16 
Pe I 6.5. So ico oe viene i siweierw eiU. otceine Sib eere-weere Feb. 27 

























NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
8.8. CLARKSBURG 


ey Sc 5 5:0: 9185585010805 4i0 55 SIH wwe eee elovaweene Feb. 18 


NEW ORLEANS TO BREMEN AND HAMBURG 
le WIE i. 5-0 's 0:06:00 000 00500050 0004 Early January 
BB, TRC ED «0 0:06:06 00s c0sccccesceesced Early February 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
el, re re ae errr Jan. 10 


Loading Pier 21, Pouch Terminal, Clifton, S. I. 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
We, WR I, | Soden ois s oisiew oe dt baaeeweeces Jan. 10 
Leading Pier 21, Pouch Terminal, Clifton, 8. L 


General Offices: 39 BROADWAY, New York 
Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 


P BRANCH OFFICES 
Boston, 40 Central Street 

Philadelphia, Bourse Bldg. 

Pittsburgh, Oliver Bldg. 


Phone Fort Hill 3084 
Phone Lombard 7050 
Phone Grant 7431-2 






GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisce 
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meaning of Kelly’s tariff, so as to entitle it te coHect-the wasting 
charge, is questionable. 

We doubt very much whether the carrier may, 4 t 
gestion or order of your competito rt4 usb << shi 
the point designated by that party tribe 6A Gur ge, for file Fez 
that that party has thereby requested a presided £5 service 
from the carrier (which service may not be paid for in the form 
of furnishing a place for the carrier to dispose of the cinders 
which it has contracted with you to waste, but must be paid 
for in money, the only thing which may lawfully be accepted 
by the carrier in return for its transportation services), but 
must, on the contrary, dispose of the cinders as contemplated 
under its transportation contract entered into with you, by 
actually wasting them at some convenient point on its line. 

Damages—Measure of, for Delay to Seasonable Goods 

Indiana.—Question: We recently shipped a car of fertilizer 
to a party in Indiana, specifying a certain county, but, through 
error of the carrier, car arrived at the town in another county. 
After carrier discovered error they immediately proceeded to de- 
liver car at the proper destination. Considerable delay ensued 
before car finally arrived and, due to delay, shipment arrived 
at its proper destination too late to be acceptable account of 
season having ‘been closed. 

However, consignee accepted this shipment, which was en- 
tirely in error, as he should have rejected it, and disposed of 
four tons, shipment having consisted of thirty tons. He un- 
loaded the balance and drayed it to a warehouse and hence was 
forced to store the goods until the spring season. Of course, all 
concerned have suffered damages, but the question in my mind 
is the extent of the damage and what we should be entitled to 
from the carrier. 

My personal opinion is we are entitled to the drayage charges 
plus storage charge and the difference between the price of the 
goods last year as against this spring season, which will be 
considerably lower. 

Had this car arrived at destination in due time without all 
of the delay of 24 or 26 days, contents would have been dis- 
tributed right from car, involving no drayage whatsoever. 

Answer: The measure of damages for unreasonable delay 
is the difference between the value of the goods at destination 
at the time they should have been delivered and their value at 
the same place at the time they actually were delivered. This 
rule of damages, under the decisions of the court in Steinberg 
vs. Erie R. Co., 172 N. Y. S. 921, and Bawer vs. Barrett, 171 
N. Y. S. 323, applies to seasonable goods, and therefore the 
measure of your damages is not the difference between the mar- 
ket value at the time the goods should have arrived and the 
market value at the spring season, but the difference at the 
time the goods should have arrived and their, value at the time 
they actually arrived. 

In W. F. & N. W. Ry..vs. D. Cowley Co., 172 Pac. 70, 
said: 

Whatever damages may have accrued after the delivery of said 
merchandise to plaintiffs by reason of having to carry over said goods 
to another season, are too remote, and cannot be recovered, and the 
court committed reversible error in permitting evidence to go to the 


jury as to depreciation of the value of the merchandise in question by 
carrying them over to another season. 


Carload vs. Less-than-Carload Service 


Pennsylvania.—Question: Loading gondola with a machine 
weighing 4,000 pounds which could not be loaded in a box car, 
bill of lading was not marked “less than carload,” but all parts 
were tagged as “all less-carload” shipments. 

Upon presenting the bill of lading, the railroad company 
were told that same was less than carload and, we think, was 
so billed. Charges were collected on a carload basis at the 
other end. We have made claim for the difference between the 
fifth class and the sixth class rate, but the railroad company 
refuses to pay claim, based according to rule 6, section 2-B, page 
4, and rule 15, section 3, of Consolidated Classification book No. 
2. From the above are we not entitled to our claim? 

Answer: The manner in which a shipment is tendered to a 
carrier is largely determinative of whether the carload or less- 
than-carload rate should be applied thereon, and, when taken in 
connection with the marking thereof, unless the size or weight 
thereof makes marking unnecessary, definitely determines the 
rate to be applied. 

Based upon the facts submitted by you, we are of the opinion 
that the less-than-carload rate should be applied on the shipment 
in question, as it seems apparent that the carrier had sufficient 
notice of the fact that a less-than-carload and not carload service 
was desired. 
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GRAIN DOOR INVESTIGATION 

An appropriation of $250,000 for the Interstate Commerce 
Commission to use in investigating and testing “existing types 
of inside box car doors, commonly called grain doors, for the 
purpose*of determining whether any one or more of such types 
is reasonably adequate for the purposes mentioned in this act,” 
would be provided under a bill (S. 2691) introduced by Senator 
Lenroot of Wisconsin. The purposes referred to are given as 
“conserving food, fuel and other commodities loaded in box 


ears,” 
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i Digest of New Complaints 


ip — es A 
No. 13120, Sub. ‘No’. American Fruit Growers, Inc., New York Di- 
vision, vs. Pennsylvania. 

Unlawful charges on oranges and grape fruit from Orlando, Fla., 
to New York City, but stopped by defendant at Jersey City, 
N. J., necessitating the complainant hiring trucks to complete 
the transportation contract of defendant. Asks refund of $624.45 
with interest. ; 

- 13171, Sub. No. 3. Azuma Bros., Inc., Seattle, Wash., 
Washington R. R. & N. Co. 

Unjust and unreasonable charges for unloading and handling 
shipments of steel bars, angles and channels for export to Kobe, 
Japan, transshipped at Seattle. Asks reparation. 

Png Sub. No. 4. Pacific Coast Steel Co., Seattle, Wash., 
ame, 

, — complaint and prayer 
par, 

2 43171, Sub. No. 5. Foster Glaspell, Seattle, Wash., vs. Same. 
‘Same complaint and prayer with respect to shipments of black 


pipe. 

ae A. L. Derby, Wichita, Kan., 
et al. 

Unjust and unreasonable rates on six race horses from Clarks- 
ville, Ark., to Shreveport, La. Asks reparation. 

13347. Armour & Co., Chicago, vs. Director General, as agent. 

Unjust and unreasonable charges on four carloads of frozen 
beef livers from complainant’s various packing plants to Jersey 
City, N. J., for export, because they exceeded sum total of through 
rates applicable from points of shipment to New York Harbor, 
plus an added charge of $2 per car. Asks reparation. 
13348. Lee-Coit Andreeson Hardware Co., Omaha, Neb., 
Director General, as agent. 

Excessive, unjust, unreasonable rate of 81.5c on children’s ve- 
hicles from Janesville, Wis., to Omaha, Neb., in 1919, to extent 
that it exceeded 56.5c. Asks reparation. 

13349. The David Kaufman & Sons Co., Bayway, N. J., vs. Cent- 
ral of N. J. et al. 

Against a rate of $1.82 per gross ton on scrap iron from Arling- 
ton, S. I., N. Y., to Bayway, N. J., because in excess of subse- 
quently established rate of $1. 65. Asks cease and desist order, 
just and reasonable rates and reparation. 
13350. Louis Cohen & Son., Wilkes-Barre, Pa., 
Central et al. 

Unjust, unreasonable, preferential and prejudicial 6th class rate 
of $6.30 per gros ton on scrap iron from Newberry Junction, Pa., 
to Holyoke, Mass., because it exceeded Philadelphia & Reading 
special commodity rate of $4.90 between same points. Asks cease 
and desist order, just and reasonable rates and reparation. 
. 13351. Rolph Mills & Co., San Francisco, Calif., vs. Director Gen- 
eral, as agent. 

Unjust, unreasonable and unjustly 
vanized iron from Niles, O., 
tralia. Asks reparation. 

. 13352. W. P. Fuller & Co., San Francisco, Calif., 

Pacific. 

Unjust and unreasonable rates on fuel oil between San Fran- 
cisco and South San Francisco in the six months following federal 
control. Asks reparation. 

- 13353. American Asphalt Roof Corporation et al., City, 

Mo., vs. A. T. & S. F. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on asphalt, liquid or solid, from Beaumont, Port Ar- 
thur, Tex., and points in that vicinity, and New Orleans, Port 
Chalmette, La., Gulfport, Miss., Mobile, Ala., and points in that 
vicinity, to Kansas City, Mo. Asks for finding that rate from 
points enumerated to Kansas City since August 26, 1920, should 
not be in excess of 31.5c and reparation to that basis, and that 
from March 1, 1920, up to August 26, 1920, rate should not have 
exceeded 24.5¢c and reparation to that basis. 

13354. Caldwell Shipping Co., San Francisco, Calif., vs. 
General, as agent. 

Unjust and unreasonable charges on shipments of machinery 
from Chicago to San Francisco for export to Australia because 
they exceeded those which would have accrued had the shipments 
been charged for at the L. C. L. storage rate plus incidental 
handling, if any. Asks reparation. 

13355. Northwestern Traffic and Service Bureau Min- 
neapolis, Minn., vs. Central Wisconsin et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial and unlawful local joint and proportional rates 
on soft coal from Manitowoc and other Wisconsin points to des- 
tinations in Wisconsin, Minnesota, Iowa, North. and South Dakota 
and Nebraska. Asks for just, reasonable and non-discriminatory 
rates and reparation. 
. 13356. Coppes Brothers & Zook, Napanee, Ind., vs. Director Gen- 
eral, as agent, and B. & O. 

Unjust and unreasonable rates on logs from various points in 
Indiana to Napanee, Ind. Asks reparation. 
13357. The Barrett Co., New York City, 
agent, Erie et al. 

Unjust and unreasonable rates on coal tar from Seaboard 
to Undercliff, N. J. Asks reparation. 
13358. The Lack Redford Elevator Co., Inc., et al., Cairo, Tll., vs 
Director General, as agent, Yazoo & Mississippi Valley et al. 

Unjust, unreasonable, unjustly discriminatory and preferential 
rates on corn from Sturgis, Morganfield, Waverly and Paducah, 
Ky., to New Orleans, for export. Asks for reparation down to basis 
of rate in effect from Evansville, Ind. 

13359. Western Carbon Co., Quinton, Okla., vs. C. B. & Q. et al. 

Unjust and unreasonable rates on paper bags from Cowley, 
Wyo.. to Quinton, Okla. Asks for a rate not in excess of $1.66% 
per 100 lbs. and reparation down to that basis. 

- 13360. Moline Oil Co., Moline, Ill., vs. Director General, as agent. 

Unjust and unreasonable rates on fuel oil from Group 3, mid- 
continent field, to Moline, Ill. Asks reparation. 

. 13361. Jackson & Eastern Ry. Co., Meridian, Miss., 

& Vicksburg. 

Asks for an order from Commission requiring a physical con- 
nection of the complainant with the main line of the defendant 
at a point near to and east of the Pearl River bridge of the Ala- 
bama & Vicksburg in Mississippi. and also requiring defendant to 
permit complainant to use part of the main track of the defendant 
company and that the Commission fix the amount of compensation 
to be paid by complainant for the use of defendant’s tracks. 
No. 13362. The Parkersburg Rig & Reel,Co., Parkersburg, W. Va. 

Philadelphia & Reading et al. 


Unjust and unreasonable rates on fabricated and unfabricated 
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MUSKOGEE, OKLA. | 
ROCHESTER, NEW YORK 


General Storage Carload Distribution 
Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION -° 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 























Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


MEXICO 


Exporters, Attention! 
Port of Laredo Cleared 


Through the splendid cooperation of the National 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 


Route your merchandise for reforwarding via our 


PACKAGE CARS 


FIVE to SIX DAY SERVICE to MEXICO CITY 





Camphuis & Company, Inc. 
Forwarding Agents 
LAREDO .. . TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


OFFICES: 
Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps Juarez, Chih. 
Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Write us for full particulars and request 
@ copy of our shipping instructions. 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 





PORT OF NEW ORLEANS, U.S. A. 


GENERAL STORAGE, DISTRIBUTING, RECONSIGNING 


Forwarding Department Aes handling EXPORT & IMPORT Shipments 
Traffic Department to Co-operate in Freight Distribution 


For “SERVICE” write or wire 
APPALACHIAN CORPORATION (Inc. of Lpetienn) 


Se ys i a Es LOUIS B. MAGID, President 
UBLIC & U S. GOVERNMENT BONDED WA South Peters, Thalia, South Front and Erato Streets 












San Francisco Warehouse Co., san rants, tet nia 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 





Merchandise 


STORAGE 
DISTRIBUTION 


North Kansas City Development Co. 
730 Railway Exchange Kansas City, Mo. 
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plates and sheets from producing points in the east to points in 
California and Montana. Asks just and reasonable rates and 
reparation. 


No, 13363. Henderson Lumber Co., Pittsburgh, Pa., vs. Director Gen- 
eral as agent. = 

Unjust, unreasonable and unlawful rates on mine ties from 
Port Matilda, Pa., to River Valley, Pa. Asks reparation. 

No. 13364. Rio Grande Oil Co., El Paso, Tex., vs. Director General, as 
agent. 

Unjust and unreasonable rate on crude petroleum from Lorex, 
La., to El Paso, Tex. Asks reparation. 

No. 13365. Roquemore Gravel Co., Montgomery, Ala., vs. Atlanta & 
West Point et al. 

Unjust and unreasonable rates on gravel and sand from Mont- 
gomery, Ala., to LaGrange, Ga. -Asks cease and desist order, 
rate not to exceed 90 cents per ton of 2,000 lbs., and reparation. 

No. 13367. The Board of Commerce, Inc., of Lockport, New York, vs. 
New York Central et al. 

Unjust and unreasonable joint rates by reason of the failure 
tof the New York Central and the Erie to interchange traffic with 
the electrically-operated International Railway in that part of 
Lockport, N. Y., known as ‘‘Lower Town,’’ where there is actual 
physical connection, instead of at North Tonawanda. Asks for 
joint rates from Lower Town, Lockport, providing for interchange 
of traffic, where physical connection exists instead of at North 
Tonawanda, 

No, 13368. Armour & Co., Chicago, vs. Director General, as agent. 

Unjust and unreasonable rates on empty tin cans from Cragin, 
Ill., to Bloomer, Wis. Asks for reparation down to rate in effect 
to Chetek, Wis., a more distant point. 

No. 13369. International Paper Co., New York, N. Y., vs. Director 
General, as agent, et al. 

Unjust and unreasonable rates on pulpwood from Racquette 
Lake, N. Y., to Corinth, N. Y., because combination rates were 
assessed. Asks for reparation down to basis of through rate 
subsequently established. 

No. 13370. The Clay Products Co., Brazil, Ind., vs. Director General, 
as agent. : 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on-clay from Carbon, Ind., to Brazil, 
Ind. Asks reparation down to basis of subsequently established 


rate. 
No. 13371. Washburn-Crosby Co., 


vs. Director 
General, as agent. 


Unjust, unreasonable rates on flour and other grain products from 
Buffalo, N. Y., to points in New England and New York state. 
Asks for reparation down to basis of 2c over Buffalo-New York 
rate. 


No. 13372. Independent Elevator Co., Galloway, Minn., vs. M. St. P. 
& S. Ste. M. 

Unjust, unreasonable, unjustly discriminatory, unjustly prefer- 
ential or prejudicial and otherwise unlawful charges on soft coal 
from Duluth, Minn., to Detroit, Minn., diverted to Galloway, Minn. 
Asks for just and reasonable rates and reparation. 

No. 13373. Rolph Mills & Co., San Francisco, vs. Director General, 
as agent. 

Unjust and unreasonable rates on steel from Indiana Harbor, 
Ind., to San Francisco for export to Australia. Asks reparation. 

No. 13374. Cascade Timber Co. et al., T’iacoma, Wash., vs. Director 
General, as agent, C. M. & St. P. et al. 

Unjust, unreasonable and excessive rates on multiple car ship- 
ments of cedar poles and piling from points of origin in Washing- 
ton to destinations in Idaho. Asks for rates no higher than those 
applied to fir lumber and reparation. 

No. 13375. T'ioledo Produce Exchange, Toledo, O., vs. Ann Arbor et al. 

Unjust, unreasonable, discriminatory and preferential switching 
charges at Toledo, O. Asks cease and desist order and that 
defendants be required to apply to the transiting and milling in 
transit of commodities of complainant’s members. reasonable, just 


= non-prejudicial rates, rules, charges and practices and repara- 
ion. 


No. 13376. 
et al. 


Unjust, unreasonable, unauthorized and illegal charges on ship- 


ments of cattle from points in Nevada, Oregon and California to 
Stock Yards, Calif. Asks reparation. 


Minneapolis, Minn., 


Grayson-Owen Co., Oakland, Calif., vs. ‘Southern Pacific 


No. 13377. David Lupton’s Sons Co., Philadelphia, Pa., vs. Pennsyl- 
vanila, 

Unjust, unreasonable and discriminatory switching rates in 
oe. Pa. Asks cease and desist order and reasonable 
rates. 

a , =e Lakewood Engineering Co., Cleveland, O., vs. B. & 

. et al. 


Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on iron and steel rails from Cleveland, O., to Goshen 
Junction, Calif., and reconsigned to Ring, Calif. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 13379. The Southern Poultry & Egg Shippers’: Association et al. 
vs. Alabama & Mississippi et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prejudicial 
and preferential rates and ratings on live poultry in Southern 
Classification territory. Asks for just and reasonable rates and 
reparation. 

No. 13380. Republic Coal Co., Minneapolis, Minn., vs. C. B. & Q. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on soft coal from West Frankfort, 
Ill., to La Crosse, Wis. Asks for just and reasonable rates and 
reparation. 

No. 13381. Wilson-Toomer Fertilizer Co., Jacksonville, Fla., vs. Direc- 
tor General, as agent. 

Unjust, unreasonable and unduly preferential and prejudicial 
rate on sulphuric acid from Macon, Ga., to Jacksonville, Fla. Asks 
for reparation. 

No. 13382. William M. Payne, doing business under name of W. M. 
Payne & Co., Chicago, Ill., vs. American Railway Express Co. 

Unjust and unreasonable rates on fish from Selkirk, Manitoba, 
Canada, to points in the United States. Asks for reparation. 

No. 13383. National Retail Coal Merchants’ Association, Philadelphia, 
Pa., vs. B. & O. et al. 

Unjust, unreasonable, unjustly discriminatory, unduly preferen- 
tial and otherwise unlawful and illegal rates, charges, rules, regu- 
lations and practices relating to weighing and reweighing of hard 
and soft coal and coke. Asks for just, reasonable and non-dis- 
criminatory rates, rules, regulations, charges and practices. 


PETITION FOR EXTENSION 
The Southern Railway System has filed a petition for itself 
and on behalf of other defendant carriers in Nos. 10867, Cham- 
ber of Commerce, Montgomery, Ala., et al. vs. Atlanta & West 
Point et al., and 10890, Dothan Chamber of Commerce et al. 
vs. Same, asking that the effective date of the Commission’s 
crder entered in those cases be extended until April 1, 1922. 
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DIFFERENTIAL PASSENGER FARES 


The Trafic. World Washington Bureau 


The pre-war scheme for bringing about what used to be 
called an equitable distribution of passenger business between 
lines serving New York and Chicago was restored January 1. 
All the lines other than the Pennsylvania and the New York 
Central are now differential lines, including the Delaware, 
Lackawanna & Western. The Commission disregarded the pro- 
test of the New York Central and allowed the tariffs, which re 
stored the differential basis, notwithstanding the showing made 
by the New York Central as to the prosperity of the Lackawanna, 
which showing was intended to disclose what it considered the 
ludicrousness of a fare scheme which classified the Lackawanna 


as a “weak” line needing the benefit of a lower fare to induce 
passengers to use its rails. 


In support of their application the differential lines showed 
that, before federal control, about one-fourth of the passenger 
business between the two cities, and, of course, from beyond 
Chicago, used the differential rails. The other three-fourths used 
the rails of the so-called standard lines. When the application 
for the reestablishment of the differential basis was made, the 
differential roads said they were getting not more than one-third 
of the amount of business they had before the war and on that 
showing they persuaded the Commission to let their tariffs go 
into operation. The decision, however, was not definite and 
‘certain until the last minute. The division which handled the 
‘subject made a tentative disposition of the matter compara- 
tively early December 31, but later in the day took it up again. 
No formal announcement was made on the subject. It is not 
the custom of the Commission to announce that it has voted not 
to suspend. Sometimes it votes to suspend but makes no an- 
nouncement, so far as the public is concerned, until after the 
effective date of the tariffs, contenting itself with serving notice 
on the carriers that it has voted to suspend, its care being to 
have such notice reach the offices of statutory agents before mid- 
night of the day prior to the effective date, even if the notice 
arrives at their offices after they have closed them. 

No question has ever been raised as to the sufficiency of 
such notice, the carriers taking it for granted that nothing 
would be gained by raising objection, because the Commission 


could attain the same end by instituting an inquiry and con- 
demning the rates as unreasonable. 


So far as known, all the differential lines put into. effect 
‘the reduced fares provided for in the tariffs under considera- 
‘tion at the close of the last business day of 1921, and there an, 


therefore, be no question about the legality of the lowered pas- 
senger fares. 


The question of passenger fares has been under considera: 
tion by traffic officials for a long time. The younger ones are 
inclined to the view that fares are too high. . They take par- 
ticular note of the surcharge for passengers using parlor and 
sleeping cars, but thus far the older and more experienced men 
have been able to prevent reductions, except the re-establish- 
ment of the differential basis, either in the basic fare of 3.6 
cents per mile or the surcharge. The Pullman company has 
opposed the surcharge, taking pains to let the passenger know 
that it is collecting the surcharge, not for itself, but for the 
transportation company, the information, being conveyed by 
means of language setting forth that the surcharge was’ being 
collected by it for the benefit of the railroad and not for the 
benefit of the Pullman, company. 


On account of the 10 per cent reduction on the whole agri- 
cultural list and the heavier cuts on grain, grain products, hay 
and straw in the west, which became effective January 1, it is 
believed a certainty that the higher executives will set stern 
faces against arguments on the part of passenger traffic men 
to show that better business would result from a reduction in 
the basic rate, or through the reduction, if not the entire elim- 
ination, of the surcharge. They are convinced that the reduc- 
tions in freight rates will be followed by reductions instead of 
increases in the revenues. 


Passenger men for several years have been in the back- 
ground for the reason that practically every commissioner and 
an overwhelming number of railroad officials have subscribed 
to the doctrine that the passenger business, except in a few 
spots in the east, is a losing business, especially that business 
which is carried in fast trains composed of heavy and expenive 
equipment. They have not been content to be crowded off the 
right of way, so to speak. It is believed they will take heart 
from the fact that the Commission allowed the restoration of 
the differential basis and conclude that they may “come back” 


and again hold the important places they once held in railroad 
organizations. 


G. & N. W. BONDS 
The Gainesville & Northwestcrn has been authorized to 
issue $75,000 of its first mortgage bonds, 6 per cent,- payable in 
five years, and:.to pledge them ‘with the secretary of the treas- 
ury for a loan under section 210. The proceeds of the loan are 
to be used in paying off part of a debt amounting to $108,071. 
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Monthly Sailings to Princi Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 
Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 


For particulars apply 
604-12 Queen & Crescent Bidg., New Orleans, La. 
New York Officer 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship” 





New Orleans & 


South American S.S. Co. 
INCORPORATED 













REGULAR SERVICES 
FREIGHT and PASSENGER 





Between 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 
and 
UEENSTOWN ANTWERP BRISTOL 
PLYMOUTH HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTE 
CHERBOURG wa DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 


Ra “Ship by Water’ 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


AND 


Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru bills of lading issued to San Diego, Oakland, Stockton and 
Sacramento, California; Hawaiian and Far East Ports; 
Grays Harbor and Puget Sound, Wash. 






















For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
15 Moore Street, New York 


Telephone, Bowling-Green 7394 : 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
* Portland, Seattle and Tacoma 
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NOSA LINE 


WHITE STAR DOMINION LINE 
ATLANTIC TRANSPORT LINE 
RED STAR LINE 


AMERICAN LINE 
LEYLAND LINE 
WHITE STAR LINE 


REGULAR SAILINGS 


FROM 
New York Portiand, Me. 
Boston Montreal 
Philadelphia Baltimore 


Galveston 


Norfolk 

Mobile 

New Orleans 
Brunswick 

TO 


Avonmouth Danzig 
Southampton Gibraltar 
Antwerp Genoa 
Hamburg Naples 


International Mercantile Marine Co. 


A. C. Fetterolf, Freight Traffic Manager 


J. D. Roth, Gen. Western Freight Agt. T. O. Martin, N. W. Freight Agt. 
327 South La Salle Street, Metropolitan Life Building, 
Chicago, tlinols, Minneapolis, Minn. 

E. J. McConnell, Southwestern Freight Agent, 
1101 Locust Street, St. Louis, Mo. 


Offices 
New York, 11 Broadway New Orleans, Hibernia Bank Bldg. 
Boston, 84 State St. Galveston, Cotton Exchange Bldg. 
Montreal, McGill Bidg. 


Norfolk, Flatiron Bidg. 
Philadelphia, Bourse Bldg. 


douston, Co 
Baltimore, Chamber of Commerce Mobile, Ala., Mobile L 
BN. Toronto, !008 Reyal Bank Bidg. 


London 
Liverpool 
Manchester 
Glasgow 


Australia 
Tasmania 
New Zealard 


tton Exchange Bidg. 
iners. 
Portland, Me., 1! india Street. 


macs 





Pacific Mail Steamship Co. 


PASSENGER AND FREIGHT SERVICES 
SAN FRANCISCO-NEW YORK SERVICE 


Via Panama Canal and Havana 
Direct Passenger and Express-Freight Service between San Francisco, 
Los Angeles and New York 6 


Calling at Manzanillo, Mexico, San Jose de Guatemala, Acajutla, La 
Libertad, Salvador, Balboa and Cristobal, Canal Zone, 
Havana, Baltimore and Norfolk 


S.S. Colombia sails from Baltimore January 12th 
(Thereafter future sailings from New York) 
S.S. Venezuela sails from New York February 8th 
S.S. Ecuador sails from San Francisco January 28th 
and approximately every 18 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 
PANAMA SERVICE 
San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-two days 
General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. Continental Building, Baltimore 
440 Merchants National Bank Building, Los Angeles 


“The Sunshine Belt to the Orient” 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Manila, Hongkong 

Passenger and freight sailings by new and luxurious U. S. Ship- 

ping Board 21, 100-ton displacement, 1714-knot, steamers: S. S. 

Golden State (January 14th); S. S. Empire State (February 

7th); S. S. Hoosier State (March 4th). 


MANILA-EAST INDIA SERVICE 


’ San Francisco direct to India, calling at Honolulu, Manila, 
Singapore, Colombo, Galcutta 
Passenger and Freight sailings by new and commodious U. S. 
Shipping Board steamers: S. S. Wolverine State (January 
19th); S. S. Creole State; S. S. Granite State. 


Through bills of lading issued to and from points beyond ports of call 


























For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP Co. 
508 California St., San Francisco 
10 Hanover Square, N. Y. ‘ontinental Building. Baltimore 
* 440 Merchants National Bank Building, Los Angeles 
Managing Agents: U.S. Shipping Board 






























































THE 
BILL OF LADING ORDER CHANGE 


The Trafic World Washington Bureau 

Official Classification railroads have asked the Commission to 
modify its order in No. 4844, the domestic bill of lading and live 
stock contract case, by eliminating words which H. Wolfe Bikle, 
Clyde Brown, F. A, Farmham, Theodore W. Reath, H. A. Taylor 
and R. N. Collyer, the committee in charge of the matter for 
the applicant roads, claim make uncertain the liabilty of the 
consignee for the charges on goods accepted by him. They also 
asked for the elimination of the word, “duplicate,” from the 
description applied to domestic bills of lading and the inclusion 
of that word on the live stock contract. They claim the use 
of the word duplicate in connection with the word original on 
the domestic bill destroys its negotiability at banks. They 
assert that the live stock contract, not being used as a nego- 
tiable instrument, may properly be designated as a duplicate 


original, so as to show that the document held by the consignor . 


is of equal weight with the one sent to the consignee. 

So as to make certain of the consignee’s liability, the Official 
Classification Committee asks that at the beginning of section 7 
of the terms and conditions of the dometsic bill and at the be- 
ginning of section 3 of the live stock contract, the Commission 
insert the words, “The owner or consignee shall pay the freight 
and average, if any, and all other lawful charges accruing on 
said property.” 

In support of their application the members of the com- 
mittee assert that there is no testimony in the record to show 
any warrant for the commission changing the language hereto- 
fore used in the domestic bill and in the live stock contract. 
They make a like assertion with regard to the word “duplicate” 
as used by the Commission in the form of domestic bill of lading 
prescribed by it. 


FROZEN STATE RATES 
The Trafic World Washington Bureau 


Comment with respect to the contention of the railroads 
before the Senate interstate commerce committee that if any 
state rates were “frozen,” as charged by the state commissions, 
it was the fault of the state commissions themselves, is made 
by John E. Benton, general solicitor of the National Association 
of Railway and Utilities Commissioners, in the following bulle- 
tin to members relative to the filing of a motion by the Texas 
commission for vacation of the Commission’s order in the 
Shreveport case: 


In the several cases which, consolidated, have come to be known 
as the Shreveport case, the Texas Commission has filed a. motion 
asking the federal commission to vacate its order. It is under the 
order in this case, instead of Texas rates and fares, that intrastate 
freight rates in ‘l'exas generally were advanced. As it now stands, it 
provides that it shall continue in force ‘‘until the further order of the 
Commission.’ The purpose of the motion for its revocation is to 
enable the Texas Commission to function with respect to intrastate 
freight rates. 

In the hearing on amendments to the transportation act before 
the Senate committee, representatives of state commissions have 
called the attention of Congress forcibly to the intolerable situation 
which has been produced by federal orders, which have removed 
whole bodies of intrastate freight rates beyond the reach of state 
authorities, and yet have not subjected them, so far as their reason- 
ableness is concerned, to the federal commission. It was pointed out 
that such orders had frozen the rates in the states affected, by 
placing them beyond the reach of any regulating body, ‘until further 
order of the Commission.” : 

Considerable time was taken by carriers’ counsel, in their turn, 
to argue that the frozen situations pointed out had resulted, not from 
any fault of the law, but by reason of the perversity of the state 
commissions, and that immediately a state would assure the federal 
commission that it would not disturb the result aimed at by the 
federal order, that commission would revoke the order, and the rates 
would no longer be “‘frozen.’’ Former Chairman Clark told the com- 
mittee that the order had been drawn in the form mentioned ‘‘because 
we thought that it would be less objectionable in the eyes of those 
who were opposed to the exercise of that power * * * than it 
would be if we put it in for a period of two years, which would 
imply that we intended that it should continue for at least two years, 
and the whole disposition of the Interstate Commerce Commission, 
freely talked among ourselves * * * was that if we could effect 
in some way, either by co-operation with the state commissions or 
by changing their views, an adjustment that would remove the undue 
prejudice that our order was aimed at, we would strike that order off, 
and leave that commission in full jurisdiction over its rates, just as 
if the order had never been made.”’ This motion may be found to 
present the occasion for a demonstration that these frozen situations 
can be thawed out. It would be a strange sort of jurisdiction which 
could be retained only by surrendering it, which is what these wit- 
nesses seem to have had in mind, but the hardship of the existing 
Texas situation might he somewhat eased. The Texas commission, 
however, bases its motion on the proposition that the discriminations 
found having heen removed, the federal commission no longer has 
jurisdiction over Texas intrastate rates. 





TRANSPORTATION OF DANGEROUS ARTICLES 
In No. 3666, in the matter of regulations for the transporta- 
tion of dangerous articles, the Commission has issued the fol- 
lowing: 


The matter of regulations for the transportation of dangerqus 
articles by freight being under further consideration, and good cause 
appearing therefor: 

It is ordered, That the “Note’’ applying to the heading of Ship- 
ping Container Specification No. 33 of the aforesaid regulations be, 
and it is hereby, amended to read as follows, effective January'5, 1922: 
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*Note.—In shipping phosgene gas and hydrocyanic (prussic) acid, 
the gaskets (if any) used between the protection cap and the neck otf 
the cylinder must be replaced for each shipment even though they 
may appear to be in good condition. In addition the following precau- 
tions must also be taken: 

For phosgene gas: 

(a) Each filled cylinder must be tested for pressure before ship- 
ment and must not show excessive pressure; this test must be made 
at least twenty-four hours after filling 

(b) Each filled cylinder must be tested for leakage before ship- 
ment and must show absolutely no leakage; this test must consist in 
immersing the cylinder and valve, without the protection cap attached, 
in a bath of water at a temperature of approximately 180 deg. F. for 
at least thirty minutes, during which time frequent examinations must 
be made to note any escape of gas. The valve of the cylinder must 
not be loosened after this test and before shipment. 

For hydrocyanic (prussic) acid: 

(a) Cylinders must be charged with not more than 0.6 pounds of 
hydrocyanic acid per 1 pound water capacity of the cylinders. 

(b) Each filled cylinder must be tested for leakage before ship- 
ment and must show absolutely no leakage; this test must consist in 
passing over the closure of the cylinder, without the protection cap 
attached, a piece of Gygnard’s sodium picrate paper or other suitably 


treated paper to detect any escape of hydrocyanic acid from the 
cylinder. 


POSTAL INDEMNITY RULINGS 
The Trafic World Washington Bureau 


W. Irving Glover, third assistant postmaster general, has 
issued two rulings with respect to claims for indemnity involv- 
ing insured and C. O. D. parcels, as follows: 


Sales tax in connection with claims for indemnity involving in- 
sured and C. O. D. parcels: Based upon the law and practice of the 
Treasury Department, the Solicitor for the Post Office Department has 
advised this office that the sales tax on merchandise contained in lost 
insured parcels should be allowed, when claimed within the limit of 
indemnity payable for the insurance fee received at the time of mail- 
ing, in addition to the postage, but should not be allowed in adjusting 
claims for indemnity on account of the loss C. O. D. parcels. | . 

Postmasters in procuring evidence in indemnity claims involving 
insured and C. O. D. parcels should inform claimants of this ruling 
in order that claims may be simplified by having the sales tax on 
oS . D. parcels eliminated by them from the amounts claimed. 
Claimants should be further advised they may take up with the 
Bureau of International Revenue, Treasury Department, the matter 
of recovering the amounts of sales taxes paid by them. 


This ruling does not affect the practice of the department or post- 
master at offices of the first and second classes in payment of in- 
demnity claims to include the excise tax or sales tax on merchandise 
sent as insured mail. The tax on postage on either insured or C. O. D. 
mail may also continue to be included in indemnity allowed, if 
claimed, within the limit of indemnity payable for the insurance or 
Cc. O. D. fee received at the time of mailing, on parcels mailed prior 
to January 1, 1922, such tax having been repealed, effective on and 
—— date, by a provision of the revenue act approved November 
23, 1921. 

Claims for indemnity covering damage to insured parcels mailed 
by firms, etc.: Indemnity should not be paid for insured parcels con- 
taining fragile articles received in damaged condition, which were 
mailed by firms or other patrons customarily mailing a quantity of 
parcels, where such parties failed to affix the proper indorsement, or 
properly pack the parcel for mailing, after they had been furnished 
with Circular III or equivalent instructions, and where it is apparent 
that the failure to comply with the instructions mentioned was the 
cause, or probable cause, of the damage sustained. 

Numerous instances of erroneous payments of this nature: have 
come to the notice of this office, and in all such claims where the 
declaration of the mailing postmaster or other evidence in the case 
indicates that the parcel was not properly indorsed, or properly packed, 
Forms 3846 and 3846% should be executed by the accepting clerk and 
sender, respectively, in order to determine the responsibility for the 
lack of the proper indorsement, or proper packing. A supply of these 
forms may be secured upon requisition on the Fourth Assistant Post- 
master General, Division of Equipment and Supplies. 

Renewed attention is also invited to article 13, page 102, July, 
1921, Postal Guide. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“A feeble increase during the week of December 24 failed 
to lift production of soft coal out of the state of profound de- 
pression which has persisted since mid-November,” the Geological 
Survey said in its current coal report. 


The ‘total output was estimated at 7,468,000 net tons, an 
increase of 5 per cent over the week preceding. 


Incomplete returns indicate that the total production for 
1921 will be approximately 408,000,000 tons. The year 1921 fell 
behind all recent years in the output of soft coal. 

The all-rail movement of coal to New England declined in 
the week ended December 17. According to reports from the 
American Railway Association, 2,768 cars: of anthracite and 2,627 
cars of bituminous coal were forwarded through the six princi- 
pal gateways over the Hudson. Comparison with the week pre- 
ceding shows a decrease of 477 cars in anthracite, and an in- 
crease of 190 cars in bituminous. Soft-coal shipments in the 
corresponding week of 1920 totaled 5,259 cars. 

The recovery in both coastwise and off-shore trade at Hamp- 
ton Roads came to an end in the week ended December 24, and 
the tonnage handled declined. The total quantity dumped was 
270,422 net tons, a decrease of 24,118 tons. Coal destined to 
New England decreased from 197,705 to 169,024 tons. Exports 
fell to 16,538 tons, as against a weekly average of 255,000 tons 
in 1920. The prostration of the present seaborne export trade 





may be judged from the fact that what would have been a day’s 
business last year, is now spread over two weeks. 
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Clyde Line steamers. The 
very heart of Florida’s most 
fertile farming district is here 
(celery crop alone amounting 
to $5,000,000 annually). 


It is not a Gamble. The 
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Manufacturers—Capitalists 


Wholesalers—Men of Broad Vision 


SANFORD offers the opportunity to emulate the success 
of the late Henry M. Flagler, Florida’s pioneer investor. 


Situated on the headwaters of the St. Johns River, 
SANFORD is an ideal industrial and manufacturing 
It possesses most advantageous facilities for water 
and railroad transportation, being the terminus of the 
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EXPRESS TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


The Commission, December 31, in I. and S. No. 1465, 
suspended, from January 1 to May 1, all schedules in American 
Railway Express company tariffs I. C. C. No. 1680 and Nos. D- 
1614 to D-3207, inclusive. 

In name the suspension orders were intended only to snag 
increases in rates on fish between points in Canada and points 
in Canada. The tariffs, however, it is said, proposed increases in 
the first and second classes without limitation to fish, or with- 
out limitation to the traffic between points in Canada and points 
in the United States. They seemed wide enough to permit the 
exaction of increased class rates on considerable amounts of 
traffic in the United States. 

The tariffs, the express company claimed, were required by 
the action of Canadian:lines insisting that the rates were not 
proper and threatening to withdraw from the arrangement with 
the American company, if the latter did not make the increases. 
In announcing the suspension, the Commission said: 

The suspended schedules propose to increase class rates applicable 
to shipments of fish between points in the United States and points 
in the Dominion of Canada. The following shows the present and 


proposed rates in cents per 100 pounds to Chicago, Ill., from points 
indicated: 


1st Class 2nd Class 
From— Present Proposed Present Proposed 
Selkirk, Man. ....-+.0» 629 640 456 490 
Winnepegosis, Man. ... 767 760 567 580 
Prince Rupert, B. C....1,494 1,805 1,121 1,370 


SETTLEMENTS WITH RAILROADS 


The Traffic World Washington Bureau 


The Illinois Central, in effecting a final settlement with the 
Railroad Administration for the period of federal control, paid 
the Director-General $7,750,000, according to an announcement 
made by the Railroad Administration January 4. The payment 
of $7,750,000 covered, among other items, the amount owed by 
the company to the government for additions and betterments 
during federal control. 


Other final settlements, in which the Railroad Administra- 
tion paid varying sums to railroads, were announced as follows: 
Peoria & Pekin Union, $135,000; Union Depot Company of Co- 
lumbus, O., $20,000; Central of Georgia, $1,000,000; Ocean Steam- 
ship Company of Savannah, $2,275,000; Yazoo & Mississippi 
Valley, $5,075,000; Kentwood, Greensburg & Southwestern, $17,- 
000; San Joaquin & Eastern, $10,000; Nezperce & Idaho, $6,000; 
Waterville Railway Company, $3,000. 

“The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the Ad- 
ministration during the twenty-six months of federal control,” 
the Administration said. 


The Treasury Department announced this week that total 
payments to railroads under the transportation act to December 
31 amounted to $704,415,894.10, of which $270,740,217 was in 
loans from the $300,000,000 revolving fund, the remainder being 
for the guaranty and deficits during federal control. 

Repayments on loans have been made as follows: 


‘Amn Arbor Ratlread COMMAIT x60 ccc csi ce cept eeicdewes $ 60,000.00 
Atlanta, Birmingham & Atlantic Railway Co............. 20,000.00 
Bangor & Aroostock Railroad Company ........-.-+++ee+- 4,000.00 
Carolina, Clinchfield & Ohio Railway Co..........-..e+4-- 2,000,000.00 
Chicago Great Western Railroad Co............cceeeeceees 240,000.00 
Chicago, Indianapolis & Louisville Railway Co............ 45,000.00 
meecemo & Western Indiana R. FR. CO....65. cccccccccccccese 89,000.00 


Great Northern Railway Company...........ccceccccesees 15,134,000.00 


Seam Cemtvel FUMIO CO. io occ i ccscct ceceeevevesedwevces 296,000.00 
Kansas City, Mexico & Orient R. R. Co., Receiver........ 2,500,000.00 
i DORIE BEMUNPOUG Cle 5 cs. cce ccccvcceseeecccseseeessees 219,000.00 
MEISMOUTL PUGING FRAMTOAG CO. ccc. sc cccsccccccdccccccccccesce 4,362,000.00 
National Railway Service Corporation ...............+--- 388,660.65 
mew Ore Cemtral Ramroad CO... ..cisccccccssccccccssves 990,000.00 
OD ae aa er re eae 6,000,000.00 
Salt Lake & Utah Railroad Co................ pai erigiaows scl orereet 15,700.00 
Waterloo, Cedar Falls & Northern Railway Co........... 60,000.00 





Loans made since December 1 follow: 


Alabama, Tennessee & Northern R. R. Corporation....... $ 399.000.00 
Carolina, Clinchfield and Ohio Railway .............-.+++. 6,000.000.00 
“hee Chesapesne & Onio Ratlway Co... ...-cccedeveccccess 1,334.500.00 
Chicago, Great Western Kailroad Co.......ccccccescesess 240.000.00 
Evansville, Indianapolis and Terre Haute Ry. Co........ _40.000.00 
Kansas City, Mexico & Orient R. R. Co., Receiver....... 2,500.000.00 
Seaboard Air Line Railway Co........... cess ee eeeeeeeees 139,500.00 
veneer Maryland WANWAy CG... occ cccccccccccnsecsvenee 300,000.00 





CONTROL OF A. & N.M. BYE.P. &S. W. 


The Trafic World Washington Bureau 


Acquisition by the El Paso & Southwestern Company of con- 
trol of the Arizona & New Mexico Railway Company by purchase 
of its capital stock has been approved and authorized by the 
Commission. Authority also was granted the El Paso & South- 
western Company to issue not to exceed $3,500,000 of promissory 
notes to mature in not more than two years from their date of 
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issue and to bear interest at a rate not to exceed 6 per cent, 
the notes to be delivered directly at par or to be sold at par 
and the proceeds used in part payment of the purchase price 
of all of the outstanding stock and bonds of the Arizona & 
New Mexico Railway Company. Acquisition by the El Paso & 
Southwestern Railroad Company of the control of the railroad 
of the Arizona & New Mexico Railway Company, by lease, also 
was approved and authorized. 

The Southwestern company is a holding and operating com- 
pany. It operates as one system railroads in New Mexico, Texas 
and Arizona. It operates the western division of its system, 
consisting of the line from the western border of Texas to Tuc- 
son, Ariz., together with the branches thereof, through the El 
Paso & Southwestern Railroad Company, and owns the entire 
outstanding capital stock of that company, the Commission said. 
The railroad of the Arizona company extends from a connec- 
tion with the line of the Southwestern railroad company at 
Hachita, N. M., to Clifton, Ariz., a distance of 108 miles. The 
Commission said it was stated that control of the Arizona com- 
pany by the Southwestern company would result in a freer in- 
terchange of traffic and equipment, and that the line of the 
Arizona company could be operated by the Southwestern com- 
pany without any increase in its management expenses. The 
general balance sheet of the Arizona company, as of August 31, 
1921, showed an investment in road and equipment of $4,688. 
277.55. Its net income in the year 1920 was $213,244.79. The 
company has $2,770,000 of outstanding capital stock and 266,000 
pounds sterling of 6 per cent mortgage bonds, and these secur- 
ities are owned by the Arizona Copper Co., Ltd., through the 
Western Investment Co. The Southwestern proposes to pur- 
chase the stock and bonds for $4,500,000, paying $1,000,000 in 
cash and the remainder by the promissory notes. 


CONTROL BY ST. PAUL OF C. M. & G. 


The Trafic World Washington Bureau 


The Chicago, Milwaukee & St. Paul Railway Company has 
applied to the Commission for approval of the acquisition of 
control of the Chicago, Milwaukee & Gary Railway Company, by 
the purchase of stock, and for an order authorizing the appli- 
cant to purchase all of the shares of the capital stock of the 
C. M. & G. and to assume liability as guarantor in respect of 
its bonds. The Gary has $1,000,000 of capital stock and $5,798,- 
000 in bonds. 

The main line of the C. M. & G. extends from a point of 
connection with the main line track of the Terre Haute division 
(formerly Chicago, Terre Haute & Southeastern) of the St. Paul 
in Kankakee county, Illinois, to a connection with the mam 
line track of the Elgin, Joliet & Eastern in Joliet, Ill., a distance 
of approximately 37.52 miles, and extending from a connection 
with the branch main line track of the Elgin, Joliet & Eastern 
in Aurora, Ill., to Rockford, Ill., a distance of 59.57 miles, making 
a total single track mileage of 97.09 miles. 

Acquisition of the property by the St. Paul will result in 
more efficient operation, the applicant says; that over 50 per 
cent of the traffic of the Gary consists of bituminous coal pro- 
duced by mines: served by its connections, the Chicago, Terre 
Haute & Southeastern and the Chicago & Eastern Illinois; that 
the St. Paul originates substantially no coal traffic, but has lo- 
cated on its rails many cities and towns which are large con- 
sumers of bituminous coal, and the traffic therein can and will 
be developed by the St. Paul in consequence of such unity of 
operation, thereby affording a wider market for coal products at 
said mines, from which the producer, consumer and carrier will 
benefit. The operation of the Gary by the St. Paul also will 
be in the public interest, the applicant says, in respect to trans- 
portation of miscellaneous traffic between eastern points on 
the New York Central and Michigan Central and points on the 
St. Paul north and west of Chicago; in that the St. Paul will 
be enabled to transport the same (by means of the existing 
connections of the Gary and the construction of a short piece 
of connecting track) around Chicago, thus avoiding the delay 
incident to congested terminals, and forming practically a new 
outer belt around the city of Chicago. 


SOUTHERN PACIFIC LAND CASE 


The Trafic World Washington Bureau 


The United States Supreme Court, this week, in No. 60, 
Southern Pacific vs. Secretary of the Interior, affirmed the Court 
of Appeals of the District of Columbia, which had sustained a 
ruling made by the department with reference to the exchange of 
railroad grant lands along the right of way of the Southern Pa- 
cific. The carrier brought suit to enjoin the secretary and the 
commissioner of the general land office from going beyond what 
the railroad contended was the limit of their power and duty in 
dealing with a selection of indemnity land under the act of July 
27, 1866. Under a ruling of the department the base lands of land 
grant railroads given to the government for lieu lands must be 
tendered in 40-acre tracts. The Southern Pacific offered three 
tracts, each less than 40 acres. The department rejected them. 
The Court of Appeals held that the ruling was a mere matter of 
administration left to the sound discretion of the department by 
Congress and not subject to the control of the courts. 
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OFFICERS MAY HOLD POSITIONS 


The Trafic World Washington Bureau 


The Commission, December 31, issued a blanket order au- 
thorizing those who held positions with more than one railroad 
company and whose applications to retain those positions had 
not been passed on, to retain their positions until further order 
of the Commission. The order was made necessary because, 
after December 31, a railroad official may not hold more than 
one railroad position without the permission of the Commission. 
A large number of applications are pending. 

Officers of the Wichita Valley, Chicago, Burlington & Quincy, 
Colorado & Southern, Fort Worth & Denver City, and various 
other western roads have been permitted to retain their posi- 
tions with those lines. 


Ss. R. & W. APPLICATION DENIED 


The Trafic World Washington Bureau 


The Commission has dismissed an application of the Sus- 
quehanna River & Western Railroad Company for a certificate 
of public convenience and necessity authorizing it to acquire and 
operate a line of narrow-guage railroad extending from the com- 
pany’s main line at Bloomfield Junction, Pa., to Blain, Pa., in 
Perry county, a distance of 17 miles. The application was filea 
under paragraph 18 of section 1 of the interstate commerce act 
‘and no application was filed under section 5. The line was con- 
structed in 1892 and was operated by the Newport & Sherman 
Valley Railroad up to March 31, 1920, when it was sold in fore- 
closure proceedings to representatives of the bondholders. The 
road has been operated since April 20, 1920, by the applicant 
under a so-called license from the purchasers, one of whom is 
the president of the applicant, the Commission said. It was held 
by the Commission that as the road was in operation by the ap- 
plicant prior to May 28, 1920, the proposed acquisition and op- 
eration did not fall within the prohibition of paragraph 18 of 
section. The applicant desires to reconstruct the line as a stand- 
ard guage railroad and to make it a part of its system. 


TEXAS COTTON CONCENTRATION 


The Trafic World Washington Bureau 


“Recent action of the Texas state commission, by which the 
cotton concentration privilege was extended so as specifically to 
include federally bonded warehouses, should serve as a stimulus 
to warehousemen operating in Texas to place their warehouses 


under the federal warehouse act,” the Department of Agriculture 
say 





“Under this rule the railroads are required to apply the ex- 
pense bills covering the local freight from point of origin to 
the warehouse to the bill of lading when the cotton is shipped 
from the warehouse, on all cotton moving between points in 
Texas and originating within 100 miles of any federally-licensed 
warehouse in which the cotton is to be stored, when the bills 
of lading bear the notation ‘for warehousing.’ 

“The operation of the rule is best explained by an example: 
Cotton originating within 100 miles of Dallas may be shipped 
to that city for storage. A flat short haul rate is charged from 
the originating point to Dallas. Later the cotton may be shipped 
to Galveston for export. When this shipment is made, the in- 
coming expense bill is applied to the outgoing shipment, the 
charge being the through rate from original shipping point to 
Galveston. Thus a credit is allowed for the short haul charge 
from original shipping point to Dallas. The rule is therefore to 
the shipper’s advantage since the through rate from original 
shipping point to Galveston is lower than a combination of rates 


from original shipping point at Dallas and thence from Dallas to 
Galveston.” 


APACHE RAILWAY NOTE 


The Apache Railway Company of Arizona has applied to the 
Commission for authority to issue and deliver to the Santa Fe a 
promissory note for $455,000, to bear 6 per cent interest and 
to mature January 1, 1936, and also to issue 550 shares of its 
capital stock of the par value of $100 per share. The purpose 
and use of the proposed issues, the company says, is to pay for 
the construction of a line of railway approximately 73 miles in 
length from Holbrook to Cooley, Arizona, which has been com- 
pleted. The Santa Fe advanced money for the construction of 
the road. 


CHANGES IN DOCKET 


Hearing in 13107, the National Live Stock Exchange vs. 
A. T. & S. F. et al., assigned for January 3 at Chicago, has been 
reassigned for February 6 at Chicago. 

Hearing in 12630, National Live Stock Exchange vs. A. T. 
& S. F., assigned for Chicago January 5, was indefinitely post- 
poned. 

Through an error in publishing the Commission’s docket 
last week, hearing on valuation dockets 4 and 26 was shown for 
Chicago, January 5. The cases were set for argument in Wash- 
ington on that date, and also on January 4 and 6. 
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TRAFFIC CLUBS 


(The following list of traffic clubs \-ill be published from time 
co time. We ask that readers notify us of any errors or of any 
changes or additions of which they have apv knowledge.) 


Akron Traffic Association. S. J. V.1itt, Pres.; H. L. Sova 
cool, Secy. 

Atlanta—Traffic Club of Atlanta. 
S. W. Wilson, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. W. W. Tingle, Pres.; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. J. E. McGrath, Pres.; W. M. Macomber, Secy.- 
rreas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo--Industrial Traffic Club of the Niagara Frontier. 
W. D. Sanderson, Pres.; E, J. Sheridan, Secy. 

Buffalo Transportation Club. K. B. Hassard, Pres.; R, J 
Walsh, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. R. B. Robertson, Pres.; E. S. Buck. 
master, Secy. 

Chicago—Midwest Traffic Club. C. W. Hester, Pres.; R. 
Crysler, Secy. 

Cincinnati—tTraffic Club of the Chamber of Commerce 
H. B. Rubey, Chairman; D. P. Eggenberger, Secy. - 

. Cleveland Traffic Club. M. R. Maxwell, Pres.; F. A. Gideon, 
ecy. 

Columbus, Ohio.—-Traffic Club of the Columbus Chamber of 
Commerce. W. E. Page, Pres.; C. L. Kelly, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B 
Darling, Chairman: H. F. Johnson, Secy. 

Dallas Traffic Club. Paul Junkin, Pres.; H. C. Eargle, Secy.- 
Treas. 

Dayton, O.—Miami Valley Traffic Club. W. E. Boyer, Pres.; 
M. T. Otto, Secy. 

Decatur (Ill.) Transportation Club. 
S. F. Coay, Secy. 

Denver Traffic Club. J. F. Vallery, Pres.; C. B. Rader, Secy 
and Treas. 


Denver Commercial Traffic Club. J. P. Gibson, Pres.; C. J 
Hotchkiss, Secy.-Treas. 


G. E. Boulineau, Pres.; 


Nettels, Pres.; 


P. L. Ger- 


T. C. Burwell, Pres.; 


Detroit Transportation Club. W. J. Dibble, Pres.; T. R. 
Cochrane, Secy. 
Elmira (N. Y.) Traffic Club. J. J. Delaney, Pres.; J. C. 


Field, Secy. 


El Paso Traffic Club. N. L. Rankin, Pres.; Geo. Deck, Secy.- 
Treas. 


‘ Erie Traffic Club. P. D. Belknap, Pres.; M. W. Eismann, 
ecy. 


Flint, Mich.—Transportation Club of Chamber of Commerce 
F. A. McHale, Pres. 

Fort Wayne, Ind. Traffic, Transportation, and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. 
Secy. 

Freeport, I1l—Greater Freeport Traffic Club. W. H. Jenner. 
Pres.; F. F. Pepperdine, Secy. 


Grand Rapids Traffic Club. E. L. Ewing, Pres.; J. C. Quin 
lan, Secy. 


Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.: W. J. LaLuzerne, Secy.-Treas 


Houston Traffic Club. A. Kimball, Pres.; F. A. Moulton, 
Secy. 


Indianapolis.—The Traffic Club of Indianapolis. F. A. Butler, 
Pres.; G. N. Baker, Secy. 


Jackson (Mich.) Traffic Club of the Jackson Chamber of 
Commerce. W. P. Hobart, Pres.; H. A. Plummer, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw. 
yer, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. R. C. Kohn, Pres.; H. W. Chapman, Secy. 

Jersey City Traffic Club. Isaac Kemp, Pres.; J. J. Cul- 
lington, Secy. 
. Kalamazoo Traffic Club. W.C. Thoms, Pres.; C. J. Bolender, 
ecy. 


Kansas City Traffic Club. Frank M. Cole, Pres.; Fred B. 
Blair, Secy.-Treas. 


Lansing (Mich.) Traffic Club. H. E. McGiveron, Pres.; J. T. 
Ross, Secy.-Treas. 

Los Angeles Transportation Club. J. M. Ford, Pres.; L. G 
Wilson, Secy.-Treas. 

Louisville Transportation Club. C. R. Long, Pres.; W. T 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. 
Gilman, Pres.; T. J. Abrams, Secy. 


I. S. McConnell, Pres.; C, F. Laue. 
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100 A-1 Steel Fortnightly 
ies NAWSCO LINES Sailings 
FAST REGULAR INTERCOASTAL FREIGHT SERVICE 
PORTLAND, ME. | SAN DIEGO ASTORIA 
BOSTON, MASS. \ LOS ANGELES PORTLAND 
NEW YORK, N. Y. and | SAN FRANCISCO SEATTLE 


PHILADELPHIA, PA. OAKLAND TACOMA 
BALTIMORE, MD. VANCOUVER 


REFRIGERATOR SERVICE 
S. S. Deerfield and Neponset, 11,500 D.W.T., 12 Knots 
Monthly service from NEW YORK, BOSTON and BALTIMORE 


AROUND AMERICA CRUISE 


NEW YORK to PACIFIC COAST PORTS via Havana and Panama Canal 


Ruth Alexander, 8,500 D.W.T., Feb. 16 


Passenger and Freight—Bookings, Space and Particulars on request 


Through Bills-of-Lading to Hawaiian Islands and the Far East 


NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 
Owners and Operators U.S. Shipping Board Ships 


136 South Fourth Street, Philadelphia 111 Summer Street, Boston 601 Bessemer Building, Pittsburgh 
98 Exchange Street, Portland 11 Moore Street, New York City 142 South Clark Street, Chicago 


r ADMIRAL LINE, Pacific Coast Ports 


GENERAL CARGO 


Pending the completion of PIER TWO with its 180 
feet x 1000 feet transit shed, the PORT OF TACOMA 
has erected on its PIER ONE temporary transit and 
warehouse facilities for the accommodation of all goods 
requiring covered protection. 


PORT OF TACOMA 


612 Tacoma Building 
Tacoma, Washington 













Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 


Marion (Ohio) Traffic Club. H. E. Stiffler, Pres.; W. R. 
Awkland, Secy. 


Memphis Traffic Club. J. M. Walsh, Pres.; L. E. McKnight, 
Secy. 

Milwaukee Traffic Club. F. M. Elkinton, Pres.; R. S. Dahl, 
Secy. and Treas. 


Minneapolis Traffic Club. J. E. Neville, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club.N. G. Campbell, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. Gerritt Fort, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. T. T. Harkrader, Pres.; C. A. Swope, 
Secy. 

New York, N. Y.—Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

Oklahoma City Traffic Club. H. C. Conley, Pres.; 
Baker, Secy. 

Omaha-—Traffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; R. J. 
Hodson, Secy.-Treas. 

Peoria Transportation Club. H. D. Page, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. W. B. Grieves, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
E. H. Porter, Pres.; T. Noel Butler, Secy. 

Pittsburgh Traffic Club. George A. Buse, Pres.; E. A. 
Hynes, Secy. 

Pittsburgh Traffic and Transportation Association. 
Greenwood, Pres.; R. F. Heil, Recording Secy. 

Portland (Ore.) Industrial Traffic Club. C. T. Spooner, Pres.; 
F. P. Kensinger, Secy. 

Portland Transportation Club. E. M. Burns, Pres.; W. O. 
Roberts, Secy. 

Providence, R. 1.—Traffic Club of the Providence Chamber 
of Commerce. G. E. Allen, Chairman; E. C. Southwick, Secy. 

Ridgeway, Pa.—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Roanoke (Va.) Traffic Club of the Association of Commerce. 
S. H. Coleman, Pres.; J. T. Preston, Secy. 


K. C. 


M. A. 





Docket of the Commission | 


Note. items tn the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


January 7—Scranton, Pa.—Examiner Koch: 
12979—Lustig-Burgerhoff Co. et al. vs. Director General. 


January 7—Huntington, W. Va.—Examiner Witters: 
13117—Little Fork Coal Co. vs. Eastern Kentucky Ry. et al. 
January 7—Mobile, Ala.—Examiner Howell: 
13125—-Turner Supply Co. vs. Director General. 
January 7—Argument at Washington, D. C.: 
11950— Minnesota and Ontario Paper Co. et al. vs. Nor. Pac. et al. 
11981—Lake Superior Paper Co., Ltd., et al. vs. Ahnapee & Western 


et al. 
12108—Wisconsin Traffic Assn. vs. C. & N. W. et al. 
11836—Wichita Board of Commerce et al. vs. A. T. & S. F. et al. 
11846—Oklahoma Publishing Co. et al. vs. Director General, Ahna- 
pee & Western et al. 
11846 (Sub. No. 1)—Times Publishing Co. et al. vs. Director Gen- 
eral, Ahnapee & Western et al. 
11864—Oklahoma Paper Co. et al. vs. Director General, Ahnapee & 
Western et al. 
January 9—Alton, Ill.—Examiner Fuller: 
13195—The Western Cartridsse Co. vs. Director General, C. C. C. & 
St. L. et al. 
January 9—Chicago, Ill.—Examiner Keeler: 
!. and S. 1451—Deposit of $10 for each live poultry car ordered. 
January 9—Cincinnati, O.—Examiner Witters: 
12984—The exchange of the Cincinnati Grain and Hay Exchange Co. 
vs. B. & O. et al. 


January 9—Austin, Tex.—Examiner Gaddess: 

13093—Malcolm H. Reed vs. Director General. 
January 9—Tulsa, Okla.—Examiner Oliver: 

12367—Oklahoma Clay Products Assn. vs. A. T. & S. F. et al. 
January 9—Seattle, Wash.—Examiner Gault: 

13171—Mutual Products Trading Co. vs. O.-W. R. & N. Co. 

13171 (Sub. No. 1)—Frazar & Co. vs. O.-W. R. & N. Co. 

13171 (Sub. No. 2)—Mutual Products Trading Co. vs. O.-W. R. & N. 


Co. 
January 9—Washington, D. C.: 

Valuation Docket 1—In re tentative valuation of properties of At- 
lanta, Birmingham & Atlantic R. R.; Alabama Terminal R. R.; and 
Georgia Terminal Co. 

Valuation Docket 6—In re valuation of properties of Elgin, Joliet & 
Eastern Ry.; Chicago, Lake Shore & Eastern Ry., and Joliet & 
Blue Island Ry. 

January 9, 1922—Atlanta, Ga.—Examiner Disque: 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 
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Rochester, N. Y.—Traffic Council of the Rochester Chamber 


of Commerce. A. T, Cobb, Chairman; F. W. Burton, Secy. 

St. Louis Traffic Club. S. S. Butler, Pres.; S. E. Wilson. 
Secy. 

San Antonio (Tex.) Traffic Club. R. H. Schultz, Pres.; R. L. 
Gohmert, Secy.-Treas. 

San Francisco Transportation Club. W. B.Hinchman, Pres.; 
E. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. 
Pres.; W. C. Patterson, Secy. 

Seattle Transportation Club. Joseph Weber, Pres.; W. P. 
Lockwood, Secy.-Treas. 

Sioux City, Ia—Traffic Managers’ Club of Sioux City. R. A. 
Zwemer, Pres.; R. R. Wigton, Secy. 

Spokane Transportation Club. W. H. Ude, Pres.; G. B. King, 
Secy.-Treas. 

Stark County (Ohio) Traffic Club. A. J, Burns, Pres.; M. L. 
Underwood, Secy. 

Syracuse Traffic Club. W. J. O’Neil, Pres.; F. M. Varah, 
Secy. 

Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 
Secy. 

Trenton (N. J.) Traffic Club. A. C. Hoffman, Pres.; E. C. 
Stratton, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus- 
sell, Pres.; G. S. Glass, Secy. 

Tulsa, Okla.—Transportation Club of Tulsa. 
Pres.; R. C. Hughes, Secy. 

Utica (N. Y.) Traffic Club. R. E. Fitch, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 

Waco Traffic Club C. H. Carringer, Pres.; Lloyd Bailey, 
Secy. 

Washington Traffic Club. C. E. Phelps, Pres.; J. T. M. Du 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. H. H. Marsh, Pres.; P. M. 
Neigh, Secy. 

Wichita Traffic Club. J. H. Wilcox, Pres.; 
BSecy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Worcester (Mass.) Traffic Association. J. P. Sloan, Pres.; 
J. H. Lane, Secy. 

York (Pa.) Traffic Club. W. L. Rupp, Pres.; J. F. Baird, 
Secy.-Treas. 


M. B. Baker, 


A. C. Holmes, 


H. G. Watts, 





January 9—New York, N. Y.—Examiner J. E. Smith: 
10704—Tidewater Oil Co. vs. Director General, C. R. R. of N. J. et al. 


January 9—Akron, O.—Examiner Carter: 
13122—Firestone Tire and Rubber Co. vs. Director General. 
January 9—Syracuse, N. Y.—Examiner Koch: 
13247—John L. Schultz Sons Co., Inc., vs. Director General. 
January 9—Boston, Mass.—Examiner McGrath: 
12386—North Packing and Provision Co. et al. vs. Director General, 
KX. ¥. N. B. & H. et al. 

January 10—Washington, D. C.—Examiner Clarke: : 

* Finance Docket 1969—In the matter of joint application of Ohio Bell 
Telephone Co. and Sandusky Home Telephone Co. for certificate 
that acquisition by Ohio Bell Telephone Co. of property of San- 
dusky Home Telephone Co. will be of advantage to persons to 
whom service is to be rendered and in public interest. 

* Finance Docket 1968—In the matter of joint petition of Perry County 
Telephone Co. and Citizens’ Independent Telephone Co. for cer- 
tificate that proposed purchase by Perry County Telephone Co. of 
property of Citizens’ Independent Telephone Co. will be of ad- 
vantage to persons to whom service is to be rendered and in 
public interest. 


January 10—Seattle, Wash.—Examiner Gault: 


Il. and S. 1458—Shingles from Oregon and Washington to points in’ 


Nevada and California. 


January 10—New York, N. Y.—Examiner J. E. Smith: 
ee Copper Mining Co. vs. Director General, D. & R. G. 
et al. 


January 10—Birmingham, Ala.—Examiner Howell: 
1. and S. 1446—Coal from Illinois mines to destinations in Arkansas, 
Louisiana and Texas. 
1. and S. 1446 (first supplemental order)—Coal from Illinois mines to 
destinations in Arkansas, Louisiana and Texas. 
January 10—Boston, Mass.—Examiner McGrath: 
11948—The Clacifer Co. vs. American Ry. Express Co. 
January 10—Washington, D. C.—Examiner Agate: 
Finance Docket 1623, 1636, 1669, 1648 and so much of 1658 and 1697 
as relate to L. C. Fritch and Charles Hayden. 
January 10—Washington, D. C.—Examiner Gerry: 
l. and S. 1459 and first supplemental order—Chrome, iron and man- 
ganese ore between points in official classification territory. 
January 10—Tulsa, Okla.—Examiner Oliver: 
13128—The Marion Machine Foundry and Supply Co. vs. Director 
General, T. & P. et al. 
12286—Democrat Printing Co. et al. vs. Director General, Ahnapee & 
Western et al. 
January 10—Cleveland, O.—Examiner Carter: . 
13162—Cleveland Builders’ Suppiy and Brick Co. vs. Pa. R. R. Por- 
tions of fourth section application 2060 of J. F. Tucker. 









Ji 


roe 
fro 
ter 


she 
she 


on 
you 
you 







et al. 


neral, 


0 Bell 
ificate 
San- 
ms to 
‘county 
r cer- 
Co. of 
yf ad- 
nd in 


nts in’ 


rR. G. 


cansas, 


ines to 


nd 1697 


d man- 
Ye 


director 


iapee & 


t.. FPor- 





January 7, 1922 THE TRAFFIC WORLD 51 


DGreat falls AGrand Forks 
N 


IDAKOTA 


N A . ‘ “- 
| Bismarcka \MIN NES si bo 





. M 
y S Helena 





Aberdeeri © 
“|souT# DAKOYA 


Soh 
| Sioux falls QL. aaa %9 


iinneapols O06 SW iSCONsIN 





ews eee psiosiy| 
© pDes Money 







maha QyCouncil Bluffs 

_.. _ Grand wants calnp ; a _—_ 

Denver I" “Toncordiad Josepha 
AD ol KA BS A 
af x 

\“ . a 





—Lor, 
EAN AWE __70_ NEW- YORK 


KL ony 
I-44, 


/ 


SRY 


~<Buy. 






Rand Mf Nally s Co. 


Route Your Import Coffee 
Through Galveston 


Recent rate adjustments brought about by the Galveston Commercial Association enable coffee 
roasters and importers to bring their coffee through this port at the same, or lower rates, than apply 


from any other port, providing the point to which the shipment is consigned is located in the 
territory shown on the above map. 


In addition to this advantage, we have excellent concrete storage, conditioning and assorting 


sheds, at shipside, which eliminate the necessity for trucking and other expensive handling. These 
sheds are served by all trunk lines entering the port. 


You Realize a Distinct Saving 


on the movement without sacrificing the efficient handling of the cargo or in any way jeopardizing 


your interest. Many others have taken advantage of the opportunity and we believe it will pay 
you to investigate. 


“Follow the line of least resistance and ship through Galveston.” 


For rates, data or other information, address 


TRAFFIC DEPARTMENT, 


GALVESTON COMMERCIAL ASSOCIATION, 


Galveston, Texas 
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January 10—Chicago, Ill.—Examiner Keeler: 
12237—The Farmers’ Square Deal Grain Co. et al. vs. Fox & Illinois 
Union Ry. et al. 
January 10—Austin, Tex.—Examiner Gaddess: 
11764—In the matter of intrastate rates within the state of Texas 
(Rates on fence posts.) 
January 10—Cincinnati, O.—Examiner Witters: 
13220—Cincinnati Assn. of Purchasing Agents vs. L. & N. 
January 10—Auburn, N. Y.—Examiner Koch: 
13249—The Seneca Fibre Products Co. vs. Director General. 
13013—George R. Fitts vs. Director General. 
13245—J. L. Shultz & Co., Inc., et al. vs. Director General, L. V. et al. 
January 11—New York, N. Y.—Examiner J. E. Smith: 
13130—A. P. Villa & Bros., Inc., vs. Director General. 
13129—Chevrolet Motor Co. of California vs. Director General, C. R. 
I. & P. et al. ' 
January 11—Chicago, Ill.—Examiner Keeler: 
12955—Huffman Bros. Motor Co. vs. N 
January 11—Austin, Tex.—Examiner Gaddess: 


8418—Railroad Commission of Louisiana vs. Aransas Harbor Ter- 
minal et al. 


3918—Railroad Commission of Louisiana vs. St. L. S. W 
8290—Railroad Commission of Louisiana vs. St. L.-S. F 
|. and S. 710—Eastern Texas class rates. 

1. and S. 729—Class rates to Shreveport, La. (All in connection with 


class rates between Beaumont and Orange and between Beaumont 
and Liberty, Tex.) 


8418—Railroad Commission of Louisiana vs. Aransas Harbor Ter- 
minal et al. 

3918—Railroad Commission of Louisiana vs. St. L. S. W. et al. 

8290—Railroad Commission of Louisiana vs. St. L. S. F. & T. et al. 

1. and S. 710—Eastern Texas class rates. 

1. and S. 729—Class rates to Shreveport, La. (Oil, ‘‘refined petro- 
leum,’’ and commodities taking same rates from Panther to Ft. 
Worth, T'ex., as set forth in Commission’s report and order of 
January 22, 1918.) 

January 11—Argument at Washington, D. C.: 
10405—Southport Mill, Ltd., vs. Director General. C. & N. W. et al. 


bas a ae se 1)—Terminal Oil Mill Co. vs. Director General, C. & 
. et al. 


N. 

— (Sub, No, 2)—Terminal Oil Mill Co. vs. Director General, Mo. 
ac, 

10407—Southport Mill, Ltd., vs. Director General and Y. & M. V. 

10408—Southport Mill, Ltd., vs. Director General, Ill. Cent. et al. 

10409—Southport Mill, Ltd., vs. Director General, N. O. T. & M. et al. 


“a Oil Mill Co. vs. Directer General, N: O. T. & M. 
et al. 


10464—Southport Mill, Ltd., vs. Director General, C. & A. et al. 
10519—Southport Mill, Ltd., vs. Director General, C. P. & St. L. et al. 
10557—Southport Mill, Ltd., vs. Director General. Erie et al. 
10558—Southport Mill, Ltd., vs. Director General, Ill. Cent. et al. 
10564—Southport Mill, Ltd., vs. Director General, N. O. T. & M. et al. 


10599 and 10600—Procter & Gamble Co. vs. Director General, C. N. O. 
& T..P. et al. 


11974—Southport Mill, Ltd., vs. Director General and B. & O. 
1. and S, 14 Fruits and vegetables to Duane St., New York. 
1. and S. 1412—Non-application of Group J rates from and to D. & R. 
G. W. stations south and east of Grand Junction, Colo. 
January 11—New Orleans, La.—Examiner Disque: 
Fourth Section App. 11985. 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss, 
Fourth Section Apps. 11940, 12118 and 12094. 
January 11—New Orleans, La.—Examiner Eddy: 


1. and S. 1448 and first suppl. order—Rates and terminal charges on 
coal to gulf ports. 


* 1. and S. 1448 (second supplemental order)—Rates and terminal 
charges on coal to Gulf ports. 
January 12—Syracuse, N. Y.—Examiner Koch: 
* 13137—Semet-Solvay Co. vs. Director General. 
January 12—St. Louis, Mo.—Examiner Witters: 
*1 Mississippi Valley Iron Co. vs. C. & N. W. et al. 
* 13288 (Sub. No. 1)—Mississippi Valley Iron Co. vs. C. & N. W. et al. 
January 12—Boston, Mass.—Examiner McGrath: 
13128—Boston Wool Trade Assn. vs. Boston & Albany et al. 
January 12—New York, N. Y.—Examiner J. E. Smith: 
a gre Cananea Copper Co. vs. Director General, A. T. & 
. F. eta 


13144—Alfred Gill et al., trading as Alfred Gill & Sons, vs. Director 
General, Erie et al. 
January 12—Anniston, Ala.—Examiner Howell: 
13101—Southern Manganese Corp. vs. Director General. 
January 12—Des Moines, Ia.—Examiner Fuller: ; 
11824—Farley & Lietscher Mfg. Co. et al. vs. Director General, A. T. 
& S. F. et al. 
January 12—Argument at Washington, D. C.: 
12892—North Dakota express rates. 
12231—Reeves Coal & Dock Co. vs. Director General. 
January 12—New Orleans, La.—Examiner Disque: 
\. and S. 1443—Sugar from eastern points to C. F. A. territory. 
13098—Arbuckle Bros. et al. vs. Ann Arbor et al. (Further hearing.) 


1. and S. 1457—Sugar from southern points to St. Louis, Mo., and 
related points. 


Portions of Fourth Section App. 8835 of R. H. Countiss. 
January 12—Chicago, Ill.—Examiner Keeler: 
l. and S. 1456—Elimination of Green Fruit Auction Co. from list of 
Cc. M. & St. P. industries. 
January 13—St. Louis, Mo.—Examiner Witters: 
12278—Post Brothers Tile Co. vs. Director General, St. L.-S. F. et al. 
12226—Mid-Continent Equipment and Machinery Co. vs. M. & O. 
et al. Portions of fourth section application 2138 of M. & O. R. R. 
January 13—Argument at Washington, D. C.: 
1. and S. 1425—Reduced rates on coal to Kansas City, Mo. 
11775—Arkansas rates, fares and charges. 
January 13—New York, N. Y.—Examiner J. E. Smith: 
13154—American Splint Corp. vs. Director General. 
13146—Salt Lake Chemical Co. vs. Director General, Chicago & Illi- 
nois Western et al. 
January 13—Boston, Mass.—Examiner McGrath: 
13272—Boston Wool Trade Assn. vs. Arizona & New Mexico et al. 
January 13—Atlanta, Ga.—Examiner Howell: 
13214—E. Josephs, receiver, Pratt Engineering and Machine Co., At- 
lanta, Ga., vs. M, & O. et al. i 
January 13—Tacoma, Wash,—Examiner Gpaltt » ‘ FF Ue 
13225—Todd Dry Dock and Construétion Corp: successor-to* Séat tte 
Construction and Dry Dock Co., vs. C. M. & St. P. et al. 


. et al. 
. et al. 
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1. and S. 1251—Fuel, pulpwood and wood bolts between North Pa- 
cific coast lines. 
January 13—San Antonio, Tex.—Examiner Gaddess: 
13262—Robert C. Sutton vs. Director General. 
January 13—Chicago, Ill—Examiner Keeler: ; 
* 1, and S. 1464—Restriction of sand and gravel rates at Chicago, Il, 
when originating on Wabash Ry. 
January 14—Buffalo, N. Y.—Examiner Koch: 
12560—Lackawanna Steel Co. et al. vs. Director General, Pa. R. R. 


et al. 
12560 (Sub. No. 1)—Seneca Iron and Steel Co. et al. vs. Pa. R. R. 


et al. 
13113—Donner Steel Co., Inc., vs. Director General, 
January 14—Toledo, O.—Examiner Carter: 
13186—The Raymond P. Lipe Co. vs. Director General. 

January 14—Argument at Washington, D. C. 

11760—F rank P. Miller Paper Co. et al. vs. Pa. R. R. et al. , 
11024—Gunnison Valley Sugar Co. vs. D. & R. G., Director Genera] 
et al. 

January 14—Oklahoma City, Okla.—Examiner Oliver: 

12315—J. D. Sugg et al. vs. C. R. I. & P. et al. 
12377—Williamson Halsell Frazier Co. vs. Director General. 

January 16—Washington, D. C.—Examiner J. F. Gray: 

* Finance Docket 2038—In the matter of the petition of Caldwell & Co., 
reorganization manager, in behalf of the Tennessee Midland Rail- 
road Co., a corporation about to be formed for the purpose of ac- 
quiring the T’ennessee Central Railroad, for approval of a proposed 
plan of reorganization, a proposed loan under section 210 of the 
transportation act, and other things. 

January 16—Buffalo, N. Y.—Examiner Koch: ; 

12459—The White Pine Assn. of the Tonawandas et al. vs. Director 
General, N. Y. C. et al. 
January 16—Washington, D. C.—Director Colston: ; 
13345—Divisions of joint rates, fares and charges on traffic inter- 
changed between Missouri & North Arkansas R. R. Co. and its 
connections. 
January 16—Macon, Ga.—Examiner Howell: 
13187—The Standard Brick Co., Inc., vs. G. F. & A. et al. 
13187 (Sub. No. 1)—Oconee Brick and Tile Co. vs. C. of Ga. et al. 

January 16—St. Louis, Mo.—Examiner Witters: ‘ 

13108—T. Walter Hardy, doing business as Hardy Salt Co., vs. Di- 
rector General, Missouri Pacific. 

January 16—Chicago, Ill.—Examiner Keeler: 

13105—Armour & Co. vs. Director General. 

January 16—Sioux Falls, S. D.—Examiner Fuller: : 

1. and S. 1439—Window glass from Kansas points to Sioux Falls, S. D. 

January 16—Portland, Ore.—Examiner Gault: 

1. and S. 1396—Elimination of routing on lumber from S. P. & S. Ry. 
via Pasco or Spokane, Wash. 

January 16—Washington, D. C.—Examiner Eshelman: ; 

Valuation Docket 51—In re valuation of property of Evansville & 
Indianapolis R. R. 
January 16—Galveston, Tex.—Examiner Mackley: 
12798—Galveston Commercial Association vs. G. H. & S. A. 
January 16—Washington, D. C.—Examiner Hosmer: 


13231—National Association of Sand and Gravel Producers vs. Pa. 
R. R. et al. 


January 16—Argument at Washington, D. C.: 
12448—The Republic of France vs. Director General, P. & R. 
12450—The Republic of France vs. Director General. 
12320—Republic of France vs. Director General. 
12688—Republic of France vs. Erie. re 
13135—In the matter of jurisdiction over the depreciation charges of 

the Washington Ry. & Electric Co. 

January 16—Detroit, Mich.—Examiner Carter: 
12905—The Larrowe Milling Co. vs. A. T. & S. F. et al. 
12676—The Dow Chemical Co. vs. Pere Marquette et al. 
12455—Homer Furnace Co. vs. Director General, N. Y. C. et al. 


January 16—Washington, D. C.—Examiner Oberlin: 
Finance Docket 1105—In the matter of the application of the D. « 


T. S. L. R. R. for authority to issue capital stock as dividends 
(further hearing). 


January 17—St. Louis, Mo.—Examiner Witters: 
13142—Missouri Portland Cement Co. vs. C. C. C. & St. L. et al. 
13165—Tuffli Bros. Pig Iron and Coke Co. vs. Director General. 
January 17—Louisville, Ky.—Examiner Eddy: 
13233—Standard Oil Co. (Ky.) vs. A. G. S. et al. 
13161—Ballard & Ballard Co., Inc., vs. Director General. 
13234—S. Zorn & Co. vs. Director General. 


January 17—Chicago, Ill._—Examiner Keeler: 
13190—Prescott & Northwestern R. R. Co. vs. Director General. 


13079—H. J. Keith Co. and John Layton Co., Inc., vs. Director Gen- 
eral. 


January 17—Portland, Ore.—Examiner Gault: 
13118—Valley & Siletz R. R. Co. vs. Sou. Pac. 
January 17—Tucson, Ariz.—Examiner Gaddess: 
13180—E. A. Tovera & Co. et al. vs. Director General. 
January 17—Argument at Washington, D. C.: 
11800—Belber Trunk and Bag Co. vs. West Jersey & Seashore et al. 


11672—Mason City Brick and Tile Co. vs. Director General, A. T. & 
S. F. et al 


st al. 
12562—Carstens Packing Co. vs. 
et al. 

January 17—Ft. Worth, T’ex.—Examiner Oliver: 
12665—Ft. Worth Cotton Oil Mill et al. vs. A. T. & S. F. et al. 
12504—Ft. Worth Oil Mill et al. vs. Director General, Beaumont, Sour 

Lake & Western et al. 

January 17—New York, N. Y.—Examiner J. E. Cmith: 

l. and S. 1452—Refined sulphate of magnesium, Atlantic seaboard tc 
Johnson City, Tenn. 

January 18—Washington, D. C.—Examiner Gerry: wy. 
l. and S. 1460—Coal from Kentucky, Tennessee and West Virginia 
mines to Southern Ry. -points in Indiana and Illinois. 

1460 (first supplemental order)—Coal*from Kentucky, Tennessee and 
West Virginia mines to Sou. Ry. points in Indiana and Illinois. 
January 18—Warren, Pa.—Examiner Koch: ‘ 

13209—H. A. Logan, receiver for Warren Oil Co. of Pa. vs. Direc- 
tor General. 
January 18—New York, N. Y.—Examiner J. E. Smith: 

ov 13219-—-International Paper Co. vs. Maine Cent. et al. 

: #8=Louisville, Ky.—Examiner Eddy: 

11885—West Kentucky Coal Bureau vs. Ill. Cent. et al. 
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AN ABSTRACT 





Customs House Brokers 


FOR 
of Every New Freight || MIF XICO 
and Express Tariff PRE He 
and of 


Every Supplement BRENNAN & LEONARD 


Filed With Customs House Brokers, Forwarding 


and Clearing House Agents 
LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


The Interstate Commerce 
Commission 
Originators of package car service to 


by carriers, subject to Mexico City. 


the act to re gulate Operators of through package car 


. . . service from St. Louis, Kansas City, Chi- 
commerce, is printed in cmp enh Dalen, 


The TRAFFIC BULLETIN | | taredo, "texas, to ‘Mexico City, eight 


days. 
and, except “ the aee We are the connecting link between 
of short notice tariffs, American railways and the Mexican rail- 
it is printed — 
Have banking arrangements making 
At Least Twenty Days possible shipper’s order shipments to all 


points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


The same plan is followed with Our own warehouses in Laredo, Texas, 
Boat Line Tariffs filed with and Mexico City. 


THE SHIPPING BOARD We have just completed a pamphlet in 


concrete form, giving complete data for 
the benefit of the American shipper in 
: : handling his business with the Republic 
You can deal in futures on Freight of Mexico. This pamphlet will be mailed 
and Express Rates by means of upon application. 

The Traffic Bulletin and with no 


chance to lose. 


before the effective date 


Now operating our own special trains 
throughout the Republic of Mexico 

; and can assure prompt and efficient 
Samples and complete information free 


é : , service throughout. 
The Traffic Service Corp’n 
418 South Market Street, CHICAGO, ILL. 


HAL L. BRENNAN S. E. LEONARD 
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January 18—Chicago, Ill.—Examiner Keeler: 
13222—American Salt and Coal Co. vs. A. T. & S. F. et al. 
13222 (Sub. No. 1)—Bevis Rock Salt Co. vs. A. T. & S. F. et al. 
13223—Royal Salt Co. vs. A. T. & S. F. et al. 


January 18—Ft. Worth, Tex.—Examiner Oliver: 
12358—Texas Live Stock Shippers’ Protective League et al. vs. Di- 
rector General, Abilene & Southern et al. 
12510—Bergman Produce Co. et al. vs. Director General, Beaumont, 
Sour Lake & Western et al. 


January 18—Argument at Washington, D. C.: 
ve G. Bush Grocery Co. et al. vs..Director General, L. & N. 
et al. 
12156—Besler Grocery Co. et al. vs. Director General, L. & N. et al. 
12458—Capital Warehouse Co. vs. Director General, Ill. Cent. 
11857—Iola Cement Mills Traffic Assn. et al. vs. Director General, 
Cassville & Exeter et al. 


January 18—Tucson, Ariz.—Examiner Gaddess: 
a & Gila Counties T'raffic Assn. vs. Arizona Eastern 
et al. 


January 18—Minneapolis, Minn.—Examiner Fuller: 
and S. 1416—Storage in transit rules at Minnesota Transfer on im- 
port traffic coast ports. 


January 18—Jacksonville, Fla.a—Examiner Howell: 
10892—Railroad Commissioners, State of Florida, vs. Director Gen- 
eral, Aberdeen & Rockfish et al. 


January 18—Lansing, Mich.—Michigan Public Utilities Commission: 
Finance Docket 1703—Application of P. M. Ry. to abandon Big Rap- 
ids & White Cloud Line. 
Finance Docket 1704—Application of P. M. Ry. to abandon Lyons 


Spur Line. 
on 1707—Application of P. M. Ry. to abandon Freeport 
ranch, 
Pree, weet 1708—Application of P. M. Ry. to abandon Buchanan 
ranch, 


January 19—New York, N. Y.—Examiner J. E. Smith: 
* I. and S. 1462—Icing milk and cream between N. Y. N. H. & H. and 
Central New England Ry. points. 


January 19—Minneapolis, Minn.—Examiner Fuller: 
12426—Acme Fruit Co. et al. vs. Can. Pac. et al. 


January 19—Lansing, Mich.—Examiner Carter: 
13111—The Kneeland Bigelow Co. et al. vs. Mich. Cént. 


January 19—Portland, Ore.—Examiner Gault: 
— K. Spaulding Logging Co. vs. Director General, Sou. 
ac. et al. 


January 19—Argument at Washington, D. C.: 
12177—British United Shoe Machinery Co., Ltd., vs. Pa. R. R. 
11973—Northwest Steel Co. et al. vs. C. B. & Q. et al. 
12158—Frye & Co. vs. G. N. et al. 
12064—Birmingham Packing Co. vs. Ill. Cent. et al. 


January 19—Minneapolis, Minn.—Examiner Fuller: 
13095—Anderson Lumber Co. vs. Nor. Pac. et al. 
anuary 19—Chicago, Ill.—Examiner Keeler: 
13132—Brennan Packing Co. vs. Director General and Chicago Junc- 
tion Ry. 
January 20—Argument at Washington, D. C.: 
eS Ft. sleet Rolling Mill Corp. vs. Director General, C. M. 
St. P. et al. 
er Pa Wayne Rolling Mill Corp. vs. Director General, A. T. 
S. F. et al. 
a” tate Brick Co. vs. Director General, C. & E. I. 
et al. 
11908 (Sub. No. 1)—National Fire Proofing Co. vs. Director General, 
a. GS. €.. & Bt. ta ot a. 
— Grasselli Chemical Co. vs. Director General, C. & E. I. 
et al. 
rn arrow Fire Clay Products Co. vs. Director General and 





12408—Fred Kixmiller et al. vs. Director General and B. & O. 


January 20—Kansas City, Mo.—Examiner Witters: 
1. and S. 1427—Reciprocal switching at Kansas City, Mo.-Kan. 


January 20—Portland, Ore.—Examiner Gault: 
13184—Portland Traffic and Transportation Assn, et al. vs. Ann Arbor 


et al. 
13235—Portland Traffic and Transportation Assn. et al. vs. Director 
yeneral, C. & N. W. et al. 


January 20—Minneapolis, Minn.—Examiner Fuller: 
13106—Crookston Gas Co. et al. vs. G. N. 
13106 (Sub. No. 1)—Crookston Gas Co. et al. vs. Director General. 
13119—S. G. Palmer Co. vs. Director General, N. Y. C. et al. 


January 20—Louisville, Ky.—Examiner Eddy: 
13112—Clay County Coal Operators’ Assn. et al. vs. Cumberland & 
Manchester R. R. et al. 


January 20—Chicago, Ill.—Examiner Keeler: 
13178—Wilson & Co., Inc., of Oklahoma, vs. Director General. 
13200—Wilson & Co., Inc., vs. Director General. 
13201— Wilson & Co., Inc., vs. Director General. 
13202—Wilson & Co., Inc., of Oklahoma, vs. Director General. 


January 21—Washington, D. C.—Examiner Koch: 
13014—Mitchell Lime Co. vs. A. C. & Y. et al. 


January 21—Argument at Washington, D. C.: 
19249—Wesetern Grain Co. vs. Director General, L. & N. et al. 
12190—A. B. Smith et al. vs. Ill. Cent. 
12327—A. B. Smith et al. vs. Director General, C. M. & G. et al. 
ber af ay No. 1)—A. B. Smith et al. vs. Director General, C. M. & 
x. et al. 
12374—W offord Oil Co. et al. vs. Director General, N. O. N. E. et al. 


January 2i1—Kansas City, Mo.—Examiner Witters: 
|. and S. 1370—Grain and grain products between stations in Okla- 
homa and stations in Kansas and Nebraska. 


January 21—Minneapolis, Minn.—Examiner Fuller: 





13152—Northwestern Marble and Tile Co. vs. Director General, N. Y. 


N. H. & H. et al. 


January 21—New York, N. Y.—Examiner J. E. Smith: 
1. and S. 1447—Sublimed lead to trunk line points. 


anuary 21—Phoenix, Ariz.—Examiner Gaddess: 
13260—Gila Water Co. et al. vs. Arizona Eastern et al. 


January 23—Kansas City, Mo.—Examiner Witters: 
* 12219—Lockwood Mfg. Co. vs. N. Y. N. H. & H. et al. 


January 23—New York, N. Y.—Examiner Disque: 
Fourth Section App. 8835. 


January 23—Portland, Ore.—Examiner Gault: 
; 13294—Pacific Grain Co. vs. Director General. 


January 23—Chicago, Ill—Examiner Keeler: 
bi ea ay Live Stock Exchange vs. Director General, C. & 
a . et al. 


January 23—Argument at Washington, D. C.: 
12210—American Fruit and Vegetable Shippers’ Assn. vs. Bangor & 
Aroostook et al. 


12375—F. S. Royster Guano Co. vs. Director General. 

12270—Cheseborough Mfg. Co., Consolidated, vs. Director General, 
Pa. R. R. et al. 

12295—West Virginia Pulp and Paper Co. vs. Director General. 


January 23—New York, N. Y.—Examiner J. E. Smith: 
* 1, and S. 1465—Express class rates between United States and 
Canadian points. 


January 23—Battle Creek, Mich.—Examiner Carter: 
13204—Kellogg Toasted Corn Flake Co. vs. Ann Arbor et al. 


January 23—Wichita Falls, Tex.—Examiner Oliver: 
13026—Wichita Motors Co. vs. A. & V. et al. 


January 23—Phoenix, Ariz.—Examiner Gaddess: : : 
13297—Traffic Bureau, Chamber of Commerce, Phoenix, Ariz., vs. 
Sou. Pac. 
13298—Traffic Bureau, Chamber of Commerce, Phoenix, Ariz., et al. 
vs. Sou. Pac. et al. 


January 23—Minneapolis, Minn.—Examiner Fuller: 
13074—Northwestern Traffic and Service Bureau vs. Director General. 
13164—Northwestern Traffic and Service Bureau vs. Mo. Pac. et al. 
13166—Northwestern Traffic and Service Bureau vs. C. & A. et al. 
13167—Northwestern Traffic and Service Bureau vs. C. T. H. & S. E. 


et al. 
13168—Northwestern Traffic and Service Bureau vs. C. & N. W. 


January 23—Rochester, N. Y.—Examiner Waters: 
13266—In the matter of rates on and classification of fresh peaches 
within the state of New York. 
12765—Associated Fruit and Vegetable Industries of New York State 
et al. vs. Ann Arbor et al. 


January 23—Washington, D. C.: 
Valuation Docket 60—In re tentative valuation of properties of Cent- 
rai of Georgia Ry.; Southwestern R. R.; Augusta & Savannah 
R. R.; and Chattahoochee & Gulf R. R. / 
Valuation Docket 151—In re tentative valuation of properties of 
Florida East Coast Ry. and Atlantic & East Coast terminal. 


January 23—Brownsville, Tex.—Examiner Mackley: ; 
12782—Rio Grande Valley Chamber of Commerce et al. vs. St. Louis, 
Brownsville & Mexico Ry. et al. Such fourth section departures as 
may exist. 


January 23—Lexington, Ky.—Examiner Eddy: 
13196—Lexington Granite Co., Inc., vs. Director General. 


January 24—Omaha, Neb.—Examiner Witters: 
13114—E. W. Arthur vs. Director General. 


January 24—Argument at Washington, D. C.: 
12242—The Hipolite Co. vs. A. C. & Y. et al. 
12231—Reeves Coal and Dock Co. vs. Director General. 
12275—Central Wisconsin Supply Co. vs. C. M. & St. P. et al. 


January 24—Portland, Ore.—Examiner Gault: 
13211—West Coast Lumbermen’s Assn. et al. vs. Abilene & Southern 
et al. 


January 25—New York, N. Y.—Examiner Disque: 
Fourth Section Apps. 11948, 11957, 11985, 12063, 11940, 12118 and 12094. 


January 24—New York, N. Y.—Examiner Disque: 

* 1, and S. 1443—Sugar from eastern points to C. F. A. territory. 

* 43098—Arbuckle Bros. et ak vs. Ann Arbor et al. (Further hearing.) 

January 25—Washington, D. C.—Examiner Clarke: 

* Finance Dockets 2046 and 2048—In the matter of the application of 
N. Y. C. R. R. Co. to acquire by purchase the capital stock of the 
c. Cc. Cc. & St. L. Ry. Co. and for permission to issue certain 
securities. 


January 25—Argument at Washington, D. C.: 
12321—Gilpin, Langdon & Co., Inc., vs. Director General. 
12363—The Procter & Gamble Co. vs. Apalachicola Nor. et al. 
_.12392—Clarendon Refining Co. et al. vs. A. C. L. et al. 


January 25—Omaha, Nebr.—Examiner Witters: 
13273—In the matter of interstate and intrastate rates for the trans- 
portation of ordinary live stock, in carloads, from points in Ne- 
braska to Omaha and South Omaha, Nebr., in their relation to 
rates on the same commodity, in carloads,-from points in Ne- 
braska to Kansas City and St. Joseph, Mo., and Sioux City, Ia. 


January 25—Cincinnati, O.—Examiner Eddy: 
1. and S. 1453—Vehicles and vehicle bodies from eastern points to 
transcontinental territory. 


January 25—Portland, N. D.—Railroad Commission of North Dakota: 
Finance Docket 1608—Application of Gt. Nor. Ry. for certificate of 
public convenience and necessity authorizing abandonment of por- 
tions of its line of railroad. 


January 25—Chicago, Ill.—Examiner Keeler: ; 
\, = S. 1455—Intermediate switching charges at Peoria and Pekin, 


January 25—Los Angeles, Calif.—California Railroad Commission: 
Finance Docket 1590—Application of L. A. & S. L. R. R. Co. for cer- 
tificate of public convenience and necessity. 


January 26—Dallas, Tex.—Examiner Oliver: 
* |, and S. 1467—Rip rap between points in Texas and Louisiana. 


January 26—Argument at Washington, D. C.: 
12347—California Cotton Mills Co. vs. Director General. 
12430—The M. B. Farrin Lumber Co., Inc., vs. Director General, 
Mo. Pac., et al. 
12471—L. V. Nicholas Oil Co. et al. vs. A. T. & S. F. et al. 


January 26—Los Angeles, Calif.—California Railroad Commission: 
Finance Docket 1591—Application of L. A. & S. L. R. R. Co. for cet 
tificate of public convenience and necessity. 
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The FREIGHT TRAFFIC RED BOOK | 


‘‘The RIGHT ARM OF THE TRAFFIC MAN’’ 
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= 


\\i-siéeme 1922 EDITION 
. st al ia Now Ready FOR DISTRIBUTION 
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Completely 
Revised and Enlarged 


Including Additional 
Sections on 


; \ \F , Wi hy) Ws Be, { WA Les Routing, Express and 
\\\ iil les | hae Governmental Regulation 
: LOW. Ya | Were = aa of Common Carriers 


ZAZA HE ee il ANA | 
SUPPLEMENT No. 1 TO 1922 EDITION 


Now being sent FREE of charge to all subscribers of the new edition. 


Order today so that you may get the full benefit of this service feature 
of your subscription. 


Price $6.00 postpaid. Money refunded if the book is not entirely satisfactory and returned within five days. 


150 Lafayette Street, New York City 








STATISTICS! STATISTICS! 


VERY ESSENTIAL EVIDENCE IN TESTING 
THE ‘“‘“RFASONABLENESS”’ OF RATES ! 


Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 
sion utter, to someone, such ominous words as: 


| 

“The Rates Complained Of Are Not Shown To Be Un- | 
reasonable,” or ‘‘Defendants Have Failed to Justify,” etc. 
| 

| 

| 

| 

} 


thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 


Carrier! Traffic Manager! Commerce Attorney! Do Not Omit This All- 
Important Feature From Your Rate Cases, simply because you do not have the means 
at hand. Ask the T. S. C. for Up-To-The-Minute Figures. You will be supplied on short 


order. Telegraphic orders given preferred attention. 


Even If Your Complaint Or Answer Is Already In, We Will Prepare All Statistical 
Data For You. 


Wire us NOW, and perhaps save the day. 


THE TRAFFIC SERVICE CORPORATION 


‘*At Your Service’’ 


505 Colorado Building Washington, D. C. 
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Jan 
January 27—Argument at Washintgon, D. C.: . 12336—Armour & Co. vs. Director General. _ 
— Creamery Co. vs. Director General, A. T. & S. F. be aad ag & Co., Inc., of Okla., vs. Director General, N. C. & 
e al. « " e a by Po 
12535 (sub. No. 1)—Hastings Gas Co. et al. vs. A. T. & S. F. et al. " ansuasmee 
E e Ae February 1—Argument at Washington, D. C.: pana 
bo rae aeamas Oil Co. et al. vs. Director General, A. T. & S. F * 12300—-Kansas, Oklahoma & Gulf Ry. Co. vs. St. L.-S. F. Ry. aki 
12593—The Peters Cartridge Co. vs. Director General, P. R. R. et al. February 1—San Francisco, Calif—Examiner Gaddess: 
12601—Riverside Coal Co. vs. Director General, Ohio & Ky. et al. * 13259—Miller & Lux, Inc., vs. Director General, Sou. Pac. et al. 
13205—The Chicago, Lake Shore & South Bend Ry. vs. Lake Erie & * 13224—San Francisco-Sacramento R. R. Co. vs. Sacramento Northern 
Western et al. n. R. 
January 27—Michigan City, Ind.—Examiner Carter: February 2—Grand Rapids, Mich.—Examiner Carter: 
* 13205—Chicago, Lake Shore & South Bend Ry. vs. L. E. & W. et al. * 13226—Andrews Bros. et al. vs. A. C. & Y. et al. 
January 27—Duluth, Minn.—Examiner Fuller: * 1. & S. 1384—Potatoes from Minnesota, ama and Upper Mich- 
Finance Docket 1258—A pplication of Duluth & Nor. Minn. R. R. Co. ee ee ee ee Senne 
for certificate of public convenience and necessity. February 3—Chicago, Ill—Examiner Keeler: EDI 
12680—American Fruit and Vegetable Shippers’ Assn. et al. vs. 
eet ins 4 Angeles, Calif.—Examiner Gaddess: American Ry. Express et al. 
—Russell Bros. vs. Director General, U. P. et al. February 4—Ogden, Utah—Examiner Gaddess: 
aameey Aree a Sone. BD. £- . — * 13253—Premier Coal Co. et al. vs. Director General and U. P. 
—Keokuk Electric Co. vs. Director General, Ark. Cent. et al. 
+2 : Ay February 6—Toledo, O.—Examiner Carter: CUF 
EES, PEPE ee ny oe eee SN ee and S. 1466—Intermediate switching by N. Y. C. R. R. at Toledo, | 
4 7 : : io. 
as aay ag ee ae See Co., Inc., et al. vs. Director General, * 13375—Toledo Produce Exchange vs. Ann Arbor et al. 
12894—-Schuhle Pure Grape Juice Co., Inc., et al. vs. Director Gen- February 6—Salt Lake City, Utah—Examiner Gaddess: 
eral, N. Y. N. H. & H. et al. * 1. and S. 1445—Coal from Wyoming mines to destinations in Utah, 
January 30—Little Rock, Ark.—Examiner Oliver: south of Ogden. 
13215—Arkansas Jobbers’ and Manufacturers’ Assn. vs. C. R. I. & P. February 6—Chicago, 1ll.—Examiner Keeler: ~— 
et al. 13107—The National Live Stock Exchange vs. A. T. & S. F. et al. 
January 30—Omaha, Neb.—Examiner Witters: Februa —Salt L: i Jtah—E i dess: 
* 1. and S. 1463—Actual mileage to determine rates on milk and cream % Meant ene ae ee Os ee + eng eee et al. 
by express between points west of Mississippi River. * 13305—The Utah Lime and Stone Co. vs. A. T. & S. F. et al. 
January 30—Minneapolis, Minn.—Examiner Fuller: February 8—Salt Lake Ci h—Exami dess: 
* 1. hy Ss. — and roofing paper between Western Trunk «* 12482—Ogden. Packing oo * an eo mag Bon e's, F. et al. 
sine points. 
February 8—Mobile, Ala.—Examiner Clarke: 
January 30—Chicago, Ill.—Examiner Keeler: * Finance Docket 1469—In the matter of application of Gulf Ports 
%* 12701, 12702, 12704—The Atlas Portland Cement Co. vs. C. B. & Q. — R. R. Co. for certificate of public convenience and neces- 
et al. sity. 
% aii! $ . , 
= No. 1)—Iola Cement Mills Traffic Assn. vs. C. B. & Q. February 13—Atlanta, @a-—Examiner Woodrow: je i 
* 12704 b. . 2)—Lehi . . 7 84—Southeastern Express Co. vs. American Ry. Express Co. 
* 12704 (Sub. yg Wee =. Raden eetacan Cen = ce 2 = . 12786—Southern Fisheries Assn. vs. American Ry. Express Co. 
et al. February 14—Alamosa, Colo.—Examiner Gaddess: 
* 12710, 12824—The Atlas Portland Cement Co. vs. C. B. & Q. et al. * 13267—San Luis Valley Federation of Commerce et al. vs. Director 
* 12871—The Atlas Portland Cement Co. vs. Director General. General, D. & R. G. W. et al. 
January 30—Argument at Washington, D. C.: February 20—Denver, Colo.—Examiner Gaddess: 
12346—Old Ben Coal Corp. vs. Director General, C. B. & Q. 13141—The Larimer County Cooperative Milk Condensory Co. vs. 
12422—Lookout Oil & Refining Co. vs. A. & V. et al. Director General. 
12575—Selz, Schwab & Co. vs. C. & N. W. and Director General. a : - 
; ‘ " ; ° March 1—San Francisco, Calif.—Examiner Pitt: 
January 30—Milwaukee, Wis.—Examiner Carter: Fourth section applications 12047, 12097, 12098, 12107. 
13173—Milwaukee Assn. of Commerce vs, C. M. & St. P. Portions of fourth section applications 1092, 1243, 1244, 1262, 1347 
13203—The Steel and Tube Co. of America vs. Director General, C. and others filed by Sou. Pac. Co., A. T. & S. F. Ry. and F. W 
& N. W. et al. Gomph. 
January 31—Washington, D. C.—Examiner Davis: P ° . ° 
Finance docket 1537—Application of K. O. & G. Ry. Co. and M. O. & The abstracts of tariff filings, rejections suspen- 
G. Ry. Co. for certificate of public convenience and necessity. 3 2 : 
January 31—Argument at Washington, D. C.: sions, etc., as printed in each issue of THE DAILY = 
1314 —Switt « . hone. TRAFFIC WORLD enable subscribers always to be 
Swift & Co. vs. Director General. ey i 
12335—Swift & Co. vs. Ga. Nor. Ry. et al. sure their tariff files are up-to-date. _ 
TH 
DOCKET I. & S. 1416—Storage-in-Transit Rules at Minnesota transfer on import traffic from Pacific Coast, to be heard in Minne- 
apolis, Minn., January 18, 1922. 
This covers the movement on the part of the transcontinental railroads to eliminate warehousing-in-transit privilege LO: 


on all imported goods received through Pacific ports when such goods are to find their final destination in the southeastern 


states. 


Orders for official transcripts of the testimony taken in proceedings of 
_ the Commission (see Docket of the Commission in each issue of The Traf- 
fic World) throughout the country except Washington should be addressed 


to The State Law Reporting Company, official reporters to the Commission, 
Woolworth Building, New York City. 


The charge, as fixed by the Commission, is 121%4 cents per page for MIs 
each copy furnished. 
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Mip.West Box Company 


Look for 
the 
Trade Mark 








Announce 


The “Perfect Package” 


A WATER-PROOF Corrugated Fibre Box 


with Triple Tape Corner and Offset 
Score. The first Fibre Box to stand 
up after being water soaked. 


Corrugated 
Fibre-Board 
Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 








GENERAL OFFICES: 
1337 Conway Building Chicago, Ill. 


FACTORIES: 
Anderson, Ind. Fairmont, W. Va. 
Chicago, Ill. Cleveland, Ohio Kokomo, Ind. 


We operate our own boxboard and strawboard mills 
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Any Avhere, onginesacine 
Aiclorantine Rec tsiona lvlarey 


~ 


—express service at freight rates 
across the Pacific 


12 Days to Yokohama 
14 Days to Kobe 


ONLY 18 Days to Shanghai 


22 Days to Hong Kong 
26 Days to Manila 


SAILINGS: 
S.S. EDMORE ; uary 15 
*S.S. KEYSTONE STATE . . January 114 {S.SHELDRIDGE. » 6 e « « . . January 27 
**S.S. SILVER STATE . .-- . . February 4 


(*Combination 21,000 ton freight and passenger liners, speed 17}4 knots.) 
(Through bills of lading issued in connection with our feeder services and other lines.) 


FAST, FREQUENT COASTWISE SERVICE 


























Between 
SEATTLE VICTORIA PORTLAND LOS ANGELES 
TACOMA VANCOUVER SAN FRANCISCO SAN DIEGO 


and all Alaska Points 
For Additional Sailing Dates, Rates, Detailed Information, Apply to 


142 South Clark Street, Chicago 17 State Street, New York 
Agencies All Cities Pacific Coast and Orient 
M. J. WRIGHT, Freight Traffic Manager, Seattle 
) BATES, Foreign Freight Agent, Seattle 


Pacific Coast Agents—Nawsco Line—Fast Intercoastal 
Freight Service between East and West Coast Ports. 


oe ll 
Oy eo WNYALAKS 


SS SS 










Dw 


—make the 
American Flag 
your shipping guide 


~SFADMIRAL LINE || 


H.F ALEXANDER. PRESIDENT 
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|| WETZEL DROP FRONT TARIFF FILES | 


The Best File for Filing and Referring to Tariffs Instantly 


f NO INDEXING NECESSARY 


ONE SAEED AROS EEE 


Cc. R. I. & P. Ry. Co., San Francisco, Cal. 

Southern Pacific Lines, Tucson, Ariz. 

Leavenworth & Topeka R. R. Co., Tonveka, Kan. 

St. Louis, Rocky Mountain & Pacific Ry., Raton, N. M. 
Oklahoma-Southwestern R. R. Co., Miami, Okla. 
Illinois Central Railroad Co., New Orleans, La. 

Gulf Coast Lines, New Orleans, La. 

De Kalb & Western Railroad, De Kalb, Miss. 
Uvalde & Northern Railroad Co., San Antonio, Tex. 
Jefferson & Northwestern R. R. Co., Jefferson, Tex. 
Ocklawaha Valley Railroad Co., Rodman, Fila. 
Monon Route, Louisville, Ky. 

Pennsylvania Railroad, Chicago. 

Southern Pacific Railroad, Chicago. 

El Paso & Southwestern System, Chicago. 

Munising, Marquette & S. E. R. R., Ishpeming, Mich. 
Duluth, South Shore & Atlantic Ry., Duluth, Minn. 
St. Joseph Belt Line Ry. Co., St. Joseph, Mo. 

M. R. & B. T. R. R. Co., Bonne Terre, Mo. 

Cc. R. I. & P. Ry. Co., Milwaukee, Wis. 

Boston & Maine Railroad, Detroit, Mich. 

Florida East Coast Railway Co., New York. 

Cc. C. & O. Ry. Co., Cleveland, O. 

Louisville & Nashville Railroad Co., Cleveland, O. 






—T2—Tariff file 
Section with 
24 — 2 inch 
Drop Front 


Drawers. 


—T5—Sliding 
Shelf Sec- 
tion. 


The initial cost is the only expense 
connected with these tariff files. When 
this is compared with the continuous 
saving made through proper routing and 
correct rates, it is evident that the best 
tariff files are a necessary and paying 
investment. 


—T7—S anitary 
Base Sec- 
tion. 





ide Write Today for Tariff File Information 


P. A. WETZEL COMPANY 


Address all Correspondence to 
Chicago Salesroom: General Office and Factory: 
1351 Marquette Building Springfield, Illinois 
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| LUCKENBACH LINES 


| 
| COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 


NEW YORK PHILADELPHIA ~—° SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE TACOMA 


MOBILE NEW ORLEANS SAN DIEGO LOS ANGELES 
SAN FRANCISCO PORTLAND SEATTLE TACOMA 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. Lafayette Bldg. Oliver Building Central Bldg. Merchants Exchange Railway Exchange 


Chicago Philadelphia Pittsburgh Los Angeles San Francisco Portland 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent L. C. Smith Bldg. 
St. Louis Mobile, Ala. New Orleans, La. Seattle 











w Orleans 


GATEWAY to GULF COAST, CALIFORNIA and the TROPICS 


Three fast Illinois Central trains every day from Chicago and: St. Louis to New 
Orleans; two from Louisville. 








PANAMA LIMITED: From Chicago 12:30 p. m.; from St. Louis 4:30 p. m. 


One of the world’s finest trains; barber, ladies’ maid, valet, shower bath. Connects 
at New Orleans with the Sunset Limited to California. 





NEW ORLEANS LIMITED: From Chicago 6:15 p. m.; from St. Louis 10:30 p. m. 
Through sleeping cars Chicago to New Orleans, Hot Springs, Houston and San Antonio 


NEW ORLEANS SPECIAL: From Chicago 8:45 a. m.; from St. Louis 1:00 p. m. 
From Louisville: New Orleans Special, 12:10 p.m.; New Orleans Limited, 9:50 p. m. 













Steamship service from New Orleans to Cuba, Central America and Panama. 







For fares-and- information ask: 
J. V. LANIGAN, General Passenger Agent, 502 Central Station, Chicago, Illinois 


Illinois Central 
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